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HE rising costs of business demand that every expense item be 
I hammered down.to bedrock. Packing and shipping costs may 
be materially cut down by many manufacturers. Just how 
other firms have discovered the most economical method of packing 
and shipping their products—just how your product may be packed 
and shipped at low cost—is described in detail in this remarkable 
book, “How to Pack Jt”—sent FREE for your asking. No matter 
what your product—bottled goods, glassware, china, hardware, milli- 
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{_ CORRUGATED FIBRE BOXES: 


Cost less than wood—weigh less than 
wood—are safer than wood. * 

Moreover, they are proof against dirt, 
damp and pilfering. Folding flat, they 
require but one-tenth the _ storage 
space occupied by wooden boxes. No 
tools, hammering or nails are neces- 
sary—just a pot of glue and a brush, a 
few strokes, and the job is done. 
Tell us vour product—how big it is— 
how much it weighs—how many you 


pack in a case. Without charge or 
obligation we will send the H & D 
shipping case best suited to your. pur- 
poses. Get this information to-day— 
and our book on “How to Pack It.” 
Find out just how this scientific low- 
cost method of shipping and packing 
can cut your expenses. 
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FOUR HUNDREDandFIVE 


TRUCKS ARE USED IN 
THE EXPRESS BUSINESS 


Two hundred and seventy-two of these 
are three-ton Packards, the remainder 
two- or four-ton models. The pro- 
nounced advantages inherent in the 
Packard 3-ton unit, so familiar to busi- 
ness men for years past, now are made to 
apply on every transportation need, in 
the NEW TyPE CHAINLESS TRUCKS built 
in 1, 1%, 2,3, 4, 5 and 6-ton sizes. 

Suitable chassis lengths for light and bulky 
loads are offered in each size, while demountable 
bodies, which may be loaded while trucks are 
delivering, insure constant and unchecked service. 
Catalog on application. 


PACKARD MOTOR CAR COMPANY, Detroit 
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Business Possibilities 


OU, Mr. Business 
y Man, quite pride 
yourself upon your 


scientific efficiency. 
You have made large 
savings by substituting 
big motor trucks for horse- 
drawn wagons. You are 
constantly stopping leakages, 
reducing cost, and increasing 
output. But have you given 
your shipping cost any such 
scientific study? Have you 
considered that it may be to 
your interest to ship more 
largely by express? 


A certain New York business 
man tried it recently. His 
output was well suited to the 
expedited movement and per- 
sonal service of the express. 
And yet out of a large total 
transportation cost during 
twelve months, the express 
had been used but little. It 
occurred to him that this 
might be increased to his ad- 
vantage. He requested the 
co-operation of one of our 
traffic officials in a study of 
his shipping from an express 
point of view. It developed 
he had not taken into ac- 
count a considerable truckage 
cost nor certain advantageous 
features of the express which 
were especially adapted to his 
business. The result was he 


Wells Fargo 





began to ship more 
largely by express, and 
his net saving between 
July 1 and December 1 
was sufficient to pay for 
another big motor truck 


which the increase in his business 
made necessary. 


That was under the old express 
rates. It is more true to-day. Not 
only is there in effect a scientific 
and very simple method of quoting 
rates, but the rates themselves 
have been greatly reduced. In 
many cases they are lower than 
parcel post. For the amount and 
character of the service given, 
express rates are extremely low 
all the way across the land—even 
with the slight advance in package 
rates recently granted by the 
Interstate Commerce Commission. 


The express gives you, at all points 
of any size, pickup and delivery 
service. It assumes full respon- 
sibility for your shipment. It gives 
you as well as takes from the con- 
signee a receipt for each package. 
It gives you an expedited service 
on passenger trains, and in many 
cases, on special express trains. 
Your small or fragile packages are 
packed in  iron-bound _ safety- 
trunks—thousands of which are in 
constant use by this Company. 
This assures safety to your pack- 
ages. 


Try a little express efficiency in 
your own balance-sheet. The 
nearest Wells Fargo man_ will 
help figure it out. 


Send to 51 Broadway, New York, 
for pamphlet, and learn why “It 
Is to Your Interest to Use the 
Express.” 


& Co Express 
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SUMMARIES OF OPERATIONS. . 





To how much weight, under present conditions, 
are the “partial summaries” of the results of op- 
erations of large railroads, prepared and given 
to the public by the Interstate Commerce Com- 
mission, entitled? The query is suggested by the 
fact developed at the argument in Washington, 
October 6, that if the advances proposed in the 
tariffs which constitute the Western Passenger 
Fares case, technically known as I. and S. No. 
600, are allowed, the money derived therefrom 
will be only a little more than the sum taken 
from the railroads, in 1914, by the increase in 
taxes over the year 1913. That assertion was 
made by Charles Donnelly, and not controverted. 
In other words, if the operating revenues and 
the operating expenses in 1914 were the same 
as in 1913, the net operating revenue would be 
the same, but the net corporate income would 
be $10,000,000 smaller. 

The partial summaries do not show the net 
corporate Therefore they may be mis- 
leading. The last six or seven summaries have 
shown, ‘as to the western district, an increase in 
the operating revenues, a reduction in the operating 
expenses, and therefore an increase in the net 
operating revenue. Any sort of increase, in these 
times, is taken to be sufficient ground for joy, 
but is rejoicing justified? That it is not too 
much so would seem to be indicated by a mere 
statement that the increase, if passenger fares are 
advanced, will not much more than cover the in- 
creased taxes. Somev-of the gossip in connection 


income. 


with the application.for a rehearing in the West- 
ern advanced freight rate case has been to the 
ad 


e 
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effect that the application would probably be 
denied because the tendency of operating and 
net revenues was upward. That that is an ac- 
curate statement is not to be questioned. The 
Commission’s summaries show the tendency to 
be as asserted. But in the light of the Donnelly 
declaration about the increase in taxes. in 1914, 
it is not altogether a helpful fact. 

In defense of the existing form of preparing 
the summaries, it may be said that until recently 
the amount of taxes paid by a reasonably suc- 
cessful railroad has not been a factor of im- 
portance. It may be suggested, however, that 
when increases such as Mr. Donnelly said took 
place in one year are brought to the attention 
of the public, it might be wise for the Commis- 
sion to supplement the summaries by giving, in 
each of them, the net corporate income, so that 
there may be an accurate judgment as to the 
actual condition of the railroads covered by the 
summary. 

It is naturally impossible for the Commission 
to make a summary that will show that, for a 
given month, the favorable condition of all the 
roads in a given district is due to the excep- 
tional prosperity of one or two roads, but the 
addition of one line showing the amount of 
money left in the treasury for the payment of 
dividends or obligations other than those covered 
by the items included to make up operating ex- 
penses, might cause a more accurate view to be 
taken. 


EXCLUSIVE FEDERAL REGULATION. 





We invite the attention of those interested in 
the question of whether the regulation of the 
rates of common carriers shall be by the Federal 
government alone or by both the Federal govern- 
ment and the various states, as now, to an address 
made by William A. Glasgow, Jr., before the 
Law Association of Philadelphia. That part of 
the address dealing with this subject is printed 
elsewhere in this number. The rest of it, ad- 
vocating the measuring of increased rates by in- 
creased operating expenses, was published in a 
former issue. Mr. Glasgow shows conclusively, 
we think, that Congress has power to take over 
the entire subject of rate regulation, and he sub- 
mits that it should be seriously considered 
whether the time for the assumption of this func- 
tion has not arrived. 

His address covers the history of the Inter- 
state Commerce commission and the state com- 
missions, showing the purposes for which they 
were created and the functions they have per- 
formed. But what the Federal 


commission has 








TOO 


done and what it might be empowered by Con- 
gress to do are two different things, and Mr. 
Glasgow quotes from the decision of the United 
States Supreme .Court in the Minnesota rate case, 
among other things, to show that the power is 
in Congress—in other words, that it would not 
be unconstitutional—to give to the Interstate 
Commerce Commission jurisdiction over the en- 
tire subject of rate regulation. 

But, admitting that Congress has the power 
to do this, there remains the question of whether 
it should be done. Mr. Glasgow thinks it should, 
and he gives many good reasons for his belief. 
We believe it is say that most fair- 
’ minded unbiased students of the situation 
agree with him. There is no other way to bring 
about uniformity and so no other way to obtain 
fairness. We are aware 
that the idea is opposed by some. For instance, 
Clifford Thorne, chairman of the lowa commis- 
sion, in an address this week at the convention 
of the National Association of Railway Commis- 
sioners at San Francisco, is quoted as opposing 
it. He admits that the plan would bring about uni- 
formity, but it is even more important that regu- 


fair to 
and 


efficiency or absolute 


lation be wise than that it be uniform, he says. 
()f course, that is true. Rates may, as he says, 
be uniformly too high or uniformly too low, and 
so on, but what assurance is there that the pres- 
ent system of regulation, aside from the matter 
of uniformity, is the wiser of the two? Do state 
On the contrary, 
is there not every reason to expect that they will 
go wrong more often than will a body like the 
Commerce Commission? In the first 
place, as a rule, they are composed of men of 
much smaller caliber and ability than the mem- 
bers of the the second 
place, they are much more susceptible, from the 
nature of conditions around them as well as from 
their own natures, to the pressure of politics and 
other outside considerations. Of course, we might 


commissions never go wrong? 


Interstate 


Federal commission. In 


not always have as good a commission as we 
now have in Washington, but if you were inter- 
ested in and affected by the whole question of 
the entire country, would you 
rather take your chance for a fair adjustment 
with Interstate Commerce Commission— 
the present one or a possible future one—or with 
twenty or thirty or forty state 


rates covering 


the one 


commissions— 
some wise and some foolish; some made up of 
earnest, well-meaning men, and some composed 
of politicians and demagogues; some right and 
With which system would we be 
most likely to get a proper and righteous adjust- 
ment, to say nothing of the matter of efficiency 


some wrong? 


and economy ? 
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Of course, members of the state commissions 
will not favor such a plan. Their jobs are at 
stake, for one thing, and their theories for an- 
other, for, being human, their theories are influ- 
enced largely by their jobs. Let it not be as- 
sumed because Mr. Thorne speaks against this 
movement—if, indeed, it is entitled to be ‘called 
a movement—that shippers as a class are opposed 
to it or that it is to their interest to oppose ite 
Mr. Thorne is not, as some seem to think, the 
oracle of the shippers, though he does represent or 
lead the thought of some of them, no doubt. 

There is only one objection that we can think 
of to a plan of centralizing in a Federal body the 
power of regulating all railroad rates, and that 
is an objection or not, according to the opinion 
one holds as to the influence that general con- 
ditions or “public policy” should have in the fix- 
ing of rates. For instance, if one thinks no ac- 
count should be taken of bad business conditions 
in considering whether a railroad or the railroads 
should have advances in rates, but that the rate 
should be fixed wtih a view only to its reasonable- 
ness of itself, then he would, we suppose, object to 
the centralizing plan of Federal regulation, for a 
national central body of that sort would perhaps 
be more easily reached and affected by a senti- 
ment created by a condition of this sort than 
would a few dozen local commissions scattered 
over as many states. But if one believes that a 
question of a general advance in rates ought to 
be settled only after some consideration of mat- 
ters such as business depression due to the Euro- 
pean war, for instance, then he would probably 
favor exclusive national control for the very rea- 
son that the other would oppose it. 

At any rate, we hope this question, if it is to 
be decided now, or whenever it is decided, will 
be considered in its broad aspects and with a 
view to doing what is best and most fair for all, 
and that the discussion will not be confused by 
sordid or narrow motives or by those who are 
blindly allied to preconceived notions. 


COMMISSION ORDER. 


The Interstate Commerce Commission has issued an 
order, under date of October 5, for the reopening for 
further hearing of the following dockets: 2420, Louisiana 
Central Lumber Co. et al. vs. Chicago, Burlington & 
Quincy Ry. Co. et al.; 3940, Sub-No. 6, Ozark Land & 
Lumber Co. vs. Chicago & Northwestern Ry. Co. et al., 
and No. 3940, Sub-No. 13, Missouri Lumber & Mining Co. 
vs. Chicago & Northwestern Ry. Co. et al, the reopening 
being caused by the transfer of the two last-named cases 
to Docket No. 2420, in so far as they involve shipments 
from southwestern lumber producing territory to points 
beyond Omaha and Lincoln, Neb.. upon which combina- 
tion rates were charged, of which the 26%4-cent rate to 
Lincoln or Omaha was a factor. 








\ October 16, 1915 








CURRENT TOPICS IN WASHINGTON 





Rail and Water Regulation.—The 
philosophically inclined folks about 
the Commission are matching up the 
jurisprudence created by the Act to 
regulate commerce and the begin- 
nings made by the Commission in the 
enforcement of the Panama Canal 
act. They do not jibe at all. All of 
which is reason for querying why 
Congress continues its efforts to make 
prohibition and regulation harmonize. 
The canal act forbids the ownership of boats by railroads 
unless the Commission is of the opinion such ownership 
or operation is in the public interest. *The more thought 
there is about the Panama Canal act, the clearer it 
becomes that when the lawmakers passed that law, they, 
without intention, reflected seriously on the men to whom 
the details of regulating common carriers have been 
intrusted. The latter had the power to regulate ships 
connected in any way with railroads before the Panama 
Canal act was passed. They could force the water lines 
so connected to be operated in the public interest. To 
give them the power to decree divorce, in effect, is now 
coming to be regarded as a reflection on the use or 
failure to use, the power of regulation. Assuming that 
the Chicago grain interests know what they are talking 
about when they assert that the divorce decree passed 
on the lake-and-rail lines is threatening commercial dis- 
aster to lake cities, it may be questioned whether the 
Commissioners did not make a big mistake, in policy 
if not in law. when it decided that the railroads must 
get rid of their lake boats. Congress, in legislating, and 
apparently the Commission, in administering, assumed 
that independent capital, so-called, would tumble over 
itself to invest in lake steamers once it became known 
that the railroads would have to give up their lake lines. 
Obviously, if the Chicago grain people are not misrep- 
resenting the situation, capital is not anxious to rush 
into a place from which other capital has been driven. 
Men with money, apparently, think it would not be wise 
to stake an enterprise which, to be successful under 
existing conditions, would have to be on the best of 
terms with the railroads and their traffic managers. 








Who Supports the Canal.—What classes of American 


citizens are going to pay for the maintenance of the, 


Panama Canal? Railroad rates, it is now believed to be 
certain, are going to be depressed over wide areas. be- 
cause the railroad managers are determined to lose little, 
if any, tonnage to the boats. Just now it seems to be a 
question as to whether the loss is to be borne by the 
stockholders of the railroads or the people at interior 
points. If the stockholders bear the losses for a time, 
sooner or later those losses must be made good, either 
by advances to points where there is little or no com- 
petition, or by reorganization of bankrupt railroads. At 
present twenty-five per cent of the mileage in Western 
Classification territory is under the control of receivers. 
The railroads are asking for fourth section permission, be- 
cause, during the months the canal was open, the takings 
of the water lines increased by leaps and bounds, even 
it, as the steamship men assert, they did not reduce 
rates. Something caused the tonnage to move all-water. 
Inasmuch as it is no sin for a steamship man to give 
a rebate, the declaration that rates have not been raised 
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may be taken with salt. The railroads, as a matter of 
self-protection, are going to make rates that will keep 
so much business from going the other way. Congress 
decreed competition, it says, so let there be competition 
and see who pays the bill. If there were business enough 
now for railroads and canal, there might not be a strug- 
gle, but there is not. 





Furnace Slag Rates.—The Ohio, Pennsylvania and 
West Virginia public service commission are again tak- 
ing testimony with regard to furnace slag rates. The 
hearings will be resumed before the West Virginia 
commission on October 15. The Pennsylvania com- 
mission had this subject under consideration October 
7 and 8. The Ohio commission is expected to announce 
the date for its hearing within a short time. In 
the hearing before the Pennsylvania commission the 
furnace men contended that the slag is of great value 
to the railroads -for filling in depressions, making road- 
beds and yards. The railroads, admitting that the slag 
was of some use for such purposes, asserted it is really 
a burden upon them. Therefore, the railroads think they 
should have 20 cents per ton for “wasting” it. The fur- 
nace men are willing to pay 10 cents a ton. Appearing 
for the shippers before the state commissions are C. B. 
Ellis of Washington and Richard Jones, Jr., of Youngs- 
town, representing the so-called independent steel in- 
terests of the Mahoning and Shenango valleys; Charles 
S. Belsterling, representing the United States Steel Cor- 
poration; Charles Wilson, Jones & Laughlin Steel Co.. and 
Attorney Johnston of the Cambria Steel Co. 





Reading Anti-Trust Case.—Attorney-General Gregory 
is trying to pull apart the Reading and the Central of 
New Jersey, because the Circuit Court at Philadelphia, 
in disposing of the anti-trust suit against the Reading 
combination, said that the Reading Coal and Iron Co. 
and the Lehigh & Wilkes-Barre Coal Co. should not be 
under a single control. The Reading Coal Co. is owned 
by the Reading company and the Lehigh & Wilkes-Barre 
by the Central of New Jersey, which the Reading also 
owns. Of all the ways for getting rid of one of the coal 
companies, the attorney-general thinks the divorce of the 
Reading and the Central of New Jersey is the best. The 
attorneys for the Reading think the Central of New Jer- 
sey should merely sell the Lehigh & Wilkes-Barre, so 
there will be only one coal company in the combination. 
To men who know anything about the annoyances that 
existed when railroads were owned by small companies 
it is inconceivable that men in control of great govern- 
ment offices should be so ill informed and so far out 
of logical thinking as to believe that divorcing railroad 
companies that are absolutely subject to the orders of 4 
regulating body is the best way to get rid of an evil, not 
intentionally brought about, but flowing from the larger 
plan of giving the Reading a reason for being—that of 
taking coal from the point of its production to the point 
of greatest consumption. The Reading acquired the 
Central of New Jersey to be in a position to compete 
with carriers whose lines started somewhere and went 
somewhere. Among the assets of the Central was the 
Lehigh & Wilkes-Barre Coal Co., which. if memory is 
not at fault, was acquired when the Central bought a 
little railroad needed to make it more nearly a self- 
contained proposition. 





Flow of Decisions Expected to Resume.—The fiow of 
Commission decisions will be in evidence soon again. 
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The Commission. resumed its conferences on the first 
Monday in October and one week’ later came the first 
report and opinion that had come down for many a day. 
The Commission disposed of all cases it was humanly 
possible to get rid of by the middle of August. The 
reports were in such form when the vote was taken 
that for a time it seemed that the Government Printing 
Office must be giving its whole force to the publication 
of reports by the Commission. It is no reflection to say 
that several of the big reports recently have borne in- 
ternal evidence of having been prepared almost altogether 
by the examiners who heard the testimony, and the 
Commissioner who wrote in what may be termed the 
“filling” used much of the abstracts prepared by the 
examiners, so that, in large measure, the reports were 
recitals of facts with little of what would be called 
around a newspaper office, “editorializing.” The report 
in the Western Advanced Rate case is one in point. It 
was the inclusion of what was probably abstracts prepared 
by those who heard the evidence that made it possible 
for the attorneys to assert, in their petition for rehear- 
ing, that the Commission had arrived at wrong conclu- 
sions, or had altogether misunderstood or even misstated 
the facts. A. BE. H. 


FEDERAL REGULATION OF RATES 





(Address delivered by William A. Glasgow, Jr., before the Law 


Association of Philadelphia.) 

I venture to briefly call attention to the attempt 
made to regulate commerce by the act-passed by Con- 
gress for that purpose in 1887, and subsequent legisla- 
tion, and to suggest that we have yet much to learn in 
dealing with this subject, so broad in its scope, and 
equally important to the carriers and the general public 
who use the facilities provided for the commerce of 
the country. The time seems to have arrived when 
we should consider what may seem proper to improve 
and strengthen the lines we have laid out for dealing 
with this important subject. 


Prior to 1887, the regulation of railroad carriers in 
the ‘United States, so far as it was attempted, was 
confined to the efforts of certain states to restrain 
“corporate abuses,” and the regulation of the vast and 
increasing “commerce with foreign nations and among 
the several states” had not received the attention of 
Congress, to which the subject had been entrusted by 
the constitution. 


In the New England states. with the exception of 
Massachusetts, railroad commissions had been created 
with duties “mainly limited to the inspection of the 
railway equipment and service,” but in some of the 
western states commissions were established by legisla- 
tion, with powers intended to correct abuses and to 
bring the carriers, in their service, within a proper con- 
ception of their duties to the public. 

Some of this legislation may have provided what 
has been called “forceful methods,” but in the words 
of a distinguished senator of the United States, the 
policy of these states assured “the cultivation of a better 
understanding and state of feeling between the railroads 
and the people, and a sufficient mitigation of the local 
abuses most prevalent, to sensibly diminish the volume 
of complaint.” 

At that time twenty-five states and territories had 
adopted the commission system, while five depended upon 
“legislative restrictions without providing any special 
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means for the enforcement of their enactments,” and 
in sixteen there was “no regulation in force or prac- 
tically very little.” 

On March 21, 1885, a “select committee” was ap- 
pointed by the president of the Senate of the United 
States “to investigate and report upon the subject of 
the regulation of the transportation by railroad and 
water routes in connection or in competition with said 
railroads, of freights and passengers between the several 
states,” etc. 

The report of this special committee was made on 
Jan. 18, 1886, and as a result of an overwhelming public 
demand for regulation of interstate carriers, Congress 
enacted, on Feb. 4, 1887, “the Act to regulate commerce,” 
creating the “Interstate Commerce Commission,” and in- 
tending by the powers of regulation and administration 
entrusted to this body, “to cut up by the roots the 
entire system of rebates and discriminations in favor 
of particular localities, special enterprises or favored 
corporations, and to put all shippers on an absolute 
equality:” Union Pacific Railway vs. Goodridge, 149 U. 
S., 680, 690. 

It was found. however, by nineteen years’ experience, 
that the powers entrusted to the Interstate Commerce 
Commission were insufficient to accomplish the purpose 
which Congress had in view, and which the public de- 
manded, and on the 29th of June, 1906, Congress (by the 
Hepburn act) re-enacted the act of Feb. 4, 1887, giving 
to the Interstate Commerce Commission greatly increased 
powers, and declaring with certainty, in many instances, 
the duties of common carriers, subject to the provisions 
of the act. 

It is unnecessary for the moment to notice subse- 
quent legislation, for by the last act above referred to, 
Congress gave to the Interstate Commerce Commission 
such administrative and regulative power as to enable 
it to correct almost any abuse from which the public 
may suffer and of which a carrier may be guilty. 

In the meantime the constitutional conventions and 


legislatures of the states had not been idle, and state 
“corporation commissions” or “public service commis- 
sions” had been created in almost all the states, with 
powers, apparently, over intrastate commerce, equally 
broad and in many cases far beyond the powers en- 
trusted by Congress to the Interstate Commerce Com- 
mission, and with these two regulative or administrative 
powers, acting on the same or parallel lines, frequent 
doubt arises and difficulty is encountered to determine 
which hand shall control the carrier in the particular 
insiance. 
Minnesota Rate Case. 


In the Minnesota Rate cases (230 U. S., 352) the 
Supreme Court held that: “The fixing of reasonable 
rates for intrastate transportation was left,” by Con- 
gress, “where it had been found, that is, with the states 
and the agencies created by the states to,deal with that 
subject;” and, further: “Under the established prin- 
ciples governing state action, Minnesota did not tran- 
cend the limits of its authority in prescribing the rates 
here involved, assuming them to be reasonable intra- 
state rates. It exercised an authority appropriate to its 
territorial jurisdiction, and not opposed to any action 
thus far taken by Congress.” 

The court further clearly intimates that when the 
time arrives (if it is not already here) “that intrastate 
transactions may become so interwoven ” with interstate 

(Continued on page 797) 
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Decisions of Interstate Comumen Commission 


RATES ON AGRICULTURAL IMPLE- 
MENTS AND OTHER COMMODITIES 
BETWEEN LA CROSSE, WIS., AND 
OTHER POINTS AND ST. PAUL, 
MINN., AND OTHER POINTS 


1, AND S. NO. 581 (36. I. C. C., 151-155) 
Submitted June 15, 1915. Decided Oct. 5, 1915. 


Proposed increased rates on various commodities between La 
Crosse, Wis., and St. Paul, Minneapolis, Duluth, Minn., and 
other points, found not to have been justified. 





O. W. Dynes for Chicago, Milwauke & St. Paul Ry. Co.; 
A. F. Cleveland, C. C. Wright and R. H. Widdicombe for Chi- 
cago & Northwestern Ry. Co. and Chicago, St. Paul, Minneapo- 
lis & Omaha Ry. Co.: R. B. Scott for Chicago, Burlington & 
Quincy R. R. Co. W. W. West and G. M. Stephen for La Crosse 
Shippers’ Association and Manufacturers’ and Jobbers’ Club. 'T. 
A. McGrath for various interested shippers. 


CLEMENTS, Commissioner: 

Upon protest by various shippers and commercial or- 
ganizations, the operation of tariffs carrying proposed in- 
creasel rates on certain commodities between La Crosse 
and other Wisconsin points taking the same rates, and 
Minneapolis, St. Paul, Minnesota Transfer and. Duluth, 
Minn., and other points, was postponed by appropriate 
orders from January 10 and 11, 1915, until November 10, 
1915. 

The commodities as to which testimony was introduced 
are named in the following table, which shows the present 
and the proposed carload rates in cents per 100 pounds: 


Between Present Proposed 
LaCrosse and Commodity. rate. rate. 
Minneapolis..........+ 4 Agricultural implements.. 110 215.1 
Minneapolis........... Wagons and bobsleds .... 14 8% 115.1 
MiINHOOPOLS. . .... <5 Agricultural implement and 
WASBOM GIOCK 6... cdi cwecs 2 8% 711.7 
Minneapolis........... BET erhntncln ex Duna Soaacreate $510 113.4 
45 12 
Hastings, Minn....... OE OS eee 510 113.0 
Minneapolis........... Eave trough and _ con- 
Ce 5 - 516.8 
Duluth-Superior, Wis..Eave trough and_ con- 
ee a. re 515 5 20.0 
Minneapolis........... THOM TOONS ian c a dunes 2 vce 5 6 113.4 
MiImMmOCRDOMS......026%. Paper (building and roof- 
ing),. roofing, @tC.....<..-. 2°7% 210.0 


‘Rates apply between. 

* Rates apply southbound only. 

‘Subject to minimum weight of 30,000 pounds. 

* Subject to minimum weight of 24,000 pounds. 

° Rates apply northbound only. 

Increased rates on clam shells, excelsior, field sprayers, 
inseed oil and structural iron were also suspended, but the 
novement of these commodities between the points in- 
volved is so small that the protests were withdrawn at 
the hearing. 

The contentions of the respondents are, first, that the 
existing rates are too low, and, second, that the rates in 
his general section have recently been disturbed by the 

tablishment in Minnesota of rates based upon mileage, 
‘nd .that this necessitated a readjustment in certain inter- 

ate rates, the proposed rates to and from La Crosse gen- 
rally being the same as those established for the intra- 
ate haul between Winona and the Minnesota points of 
‘rigin or destination involved. 


_ 





La Crosse is situated on the east bank of the Mis- 
sissippi River and is on the main lines of both the Chi- 
cago, Milwaukee & St. Paul and Chicago, Burlington & 
Quincy railroads, 137 miles south of Minneapolis and 283 
miles northwest of Chicago via the former. Winona is 
situated on the west bank of the Mississippi River and 
is intermediate to and 24 miles less distant than La Crosse 
from Minneapolis via the Chicago, Milwaukee & St. Paul; 
it is also served by the Chicago, Burlington & Quincy, via 
which line the haul to Minneapolis is interstate and 114 
miles in length. 

Pursuant to a state statute, which became effective 
January 1, 1914, intrastate rates in Minnesota were read- 
justed on a mileage basis. Between Winona and Minne- 
apolis the changes in the class rates were as follows: 


Ce. 2cabacs cee , ae 3 4 5 A B Cc D E 
 -. eeree 36 32 26 17.5 12.5 15 12 10 8.5 7 

New rate ..... $3.6 28 22.4 16.8 13.4 15.1 11.7 10.1 84 6.7 
Reduction ..... 2.4 4 2.6 RB acini Ts R 3 
INCFEABSE .....0c0 fa aap eee '9 “8 eka oh ators 


Prior to ditee changes Minneapolis, St. Paul and 
Minnesota Transfer, commonly known as the twin cities 
group, took the same rates to or from Winona, but on the 
mileage basis the rates are different, the fifth-class rates, 
for instance, being 13.4, 12.6 and 13 cents, respectively. On 
the commodities here involved, with one exception, the 
commodity rates between Winona and the twin cities were 
canceled, and with one or two exceptions the proposed in- 
creased rates between La Crosse and the twin cities group 
correspond to the Winona class rates and are generally 
lower than the class rates between La Crosse and the 
group named, which are as follows: 


DE Ssucuctancrion onsen 1 ; oe 4 5 A 2S. SRB 
DS ic carate dbo eeidias.>' sia 40 36 28 20 13.4 16 14 12 10 8 


The only change in these class rates following the Minne- 
sota readjustment was an increase in fifth class from 
12.5 cents. 


In Rates on Beer and Other Malt Products, 31 I. C. 
C., 544 (The Traffic World, Sept. 5, 1914, p. 496), the Com- 
mission was confronted with a somewhat similar situation. 
In that case, as in this, the carriers claimed that should 
the intrastate rates be reduced to the level of the inter- 
state rates, they would thereby be compelled under the law 
as construed to make the reduced rates the measure of 
all their intrastate rates for the same distance. In that 
connection the Commission said: 


Unquestionably the law of Minnesota presents a situation to 
the carriers which makes it necessary for them either to adjust 
some interstate rates to the mileage rates prescribed by that 
law, to leave their intrastate and interstate rates out of line, 
or to suffer material reductions below the intrastate rates fixed 
thereunder. While we may consider this fact, ‘‘Congress does 
not directly or indirectly interfere with local rates by adopt- 
ing their sum as the interstate rate,” L. & N. R. R. Co. vs. 
Eubank, 184 U. S., 27, 42, and we cannot say that merely be- 
cause a higher intrastate rate exists that an increase of an 
interstate rate to meet the state-made rate is justified, even 
though the transportation conditions as to distance and terri- 
tory are Similar. Nor do the facts here presented require that 
we consider the application of the decision of the Supreme 
Court in the Shreveport case, H. E. & W. T. Ry. Co. vs. United 
States, 234 U. S., 342. This conclusion makes it unnecessary 
for us to more particularly describe the Minnesota statute and 
the situation resulting therefrom. 


The same view was taken in Freight Rates from 
Minnesota Points, 32 I. C.-C., 361 (The Traffic World, Jan. 
2, 1915, p. 13), and governs here. In comparing the ex- 
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isting- rates between La Crosse and the twin cities with 
the Minnesota intrastate mileage scale, it should be borne 
in mind that the latter was established to apply through- 
out the state on main and branch lines, while the former 
are for hauls on main lines which follow the Mississippi 
River. It should also be remembered that the Chicago, 
Burlington & Quincy, one of the two direct lines between 
Winona and the twin cities, is not an intrastate route and 
reaches Minnesota only at the points named. 

The principal contention of the respondents is that 
Winona and La Crosse are rival jobbing points and have 
generally taken the same rate inbound from Chicago and 
other points and outbound to the twin cities and the west 
generally. The increases under investigation, however, are 
more than a local proposition, as rates from La Crosse 
to the Northwest are generally made full combination on 
the twin cities and would be correspondingly increased. 
The protestants testified that with the exception of farm 
wagons there is no substantial competition between Winona 
and La Crosse on the commodities involved and that the 
latter’s principal competition is with Chicago, Chicago 
rate points, and otner points east, south and west of Chi- 
cago; and they contend that the geographical situation of 
La Crosse and Winona does not justify the establishment 
to and from the former of rates which are unreasonably 
and discriminatory as compared with rates from points 
with which it actually competes. 


The only respondent which introduced direct testi- 
mony was the Chicago, Milwaukee & St. Paul, and aside 
from a statement of the rate situation resulting from the 
Minnesota statute the testimony it presented consisted of 
comparisons of the proposed increased rates with rates 
for hauls of 137 miles between points im this general sec- 
tion, unsupported by substantial evidence as to similarity 
of circumstances and conditions of movement. The Chi- 
cago, Burlington & Quincy offered no testimony whatsoever. 

The protestants compared the present and the pro- 
posed rates with rates to the twin cities and to La Crosse 
from yarious points, and also made comparisons with other 
rates in this general section. From Chicago and Mil- 
waukee, 398 and 324 miles, respectively, from the twin 
cities, the rate on agricultural implements and also on 
wagons and bobsleds is 20 cents; from Rockford, Freeport, 
Moline and Rock Island, Ill., an average distance of 372 
miles, the rate is 17 cents. The proposed rate from La 
Crosse to Minneapolis, 137 miles, is 15.1 cents. Reference 
was made at the hearing to an order of the Minnesota 
commission establishing a mileage scale on farm wagons 
under which the rate between Winona and St. Paul is, or 
will be, 9.1 cents. 


In support of their contention that the present rates 
of 10 and 12 cents on beer from La Crosse to the twin 
cities are not unduly low the protestants made comparison 
with rates of 17 cents from Chicago and Milwaukee and 
of 18 cents for the haul of 604 miles from St. Louis to 
the twin cities. The proposed rate from La Crosse to 
Hastings, Minn., is 13 cents, or 0.4 of a cent higher than 
the proposed rate to St. Paul, to which Hastings is inter- 
mediate. The present rate from Winona to Hastings is 
11.7 cents. 


Along with the present rates to the twin cities and to 
Duluth-Superior of 8 and 15 cents, respectively, on eave 
trough and conductor pipe from La Crosse, the respondents 
carry rates on these articles of 19 and 22 cents from Chi- 
cago and 17 and 20 cents from Milwaukee to the same 
points. There is also in effect to the twin cities from 
Dubuque, Ia., between which points La Crosse is interme- 
diate, a rate of 12 cents. The proposed rate from La Crosse 
to Minneapolis is 16.8 cents, an increase of more than 100 
per ‘cent. 


On iron roofing from La Crosse and Winona to the 
twin cities fifth-class rates are in effect via the Chicago, 
Milwaukee & St. Paul. The Chicago, Burlington & Quincy 
proposes to increase its rate from La Crosse from 6 cents 
to the fifth-class basis. This, it will be noted, is an in- 
crease of more than 100 per cent, for which no justification 
has been offered other than the general explanation here- 
inbefore stated. The Chicago, Burlington & Quincy ap- 
pears to have been the only line to maintain the 6-cent rate 
from Winona, : 

The proposed rate on building and roofing paper, roof- 
ing, etc., from the twin cities to La Crosse is the same as 
that from Minneapolis to Winona, 10 cents per 100 pounds. 
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This is lower than the fifth-class rate between the latter 
points and is the same as the rate in effect from Chicago 
and Milwaukee to the twin cities and also to La Crosse 
and Winona. 

Upon consideration of the facts of record, we are of 
opinion that the proposed increased rates on the com- 
modities here considered have not been justified and an 
order will be entered requiring their cancellation. We are 
not sure, however, that upon a more adequate record there 
might not be shown justification for some different adjust- 
ment of the rates involved than that which will exist 
upon the cancellation of the proposed increased rates con- 
sidered in this proceeding. Therefore, our action is with- 
out prejudice to further consideration of the final adjust- 
ment of the rates involved upon a more complete record 
bearing upon the reasonableness and proper relationship 
of the rates in question. 





ORDER 

It is ordered, That the carriers respondent herein and 
designated in said schedules be, and they are hereby, noti- 
fied and required to cancel, on or pefore November 10, 
1915, the rates and charges on agricultural implements, 
wagons and bobsleds, agricultural implement and wagon 
stock, beer, eave trough and conductor pipe, iron roofing, 
and paper (building and roofing) and roofing stated in the 
schedules specified in said orders of suspension. 

It is further ordered, That the orders of the Commis- 
sion heretofore entered in this proceeding suspending the 
operation of said schedules, in so far as they relate to 
rates on clam shells, excelsior, field sprayers, linseed oil 
and structural iron, be, and they are hereby, vacated and 
set aside as of November 10, 1915. 

It is further ordered, That a copy hereof be forthwith 
served upon W. H. Hosmer, agent, and upon the carriers 
respondent herein, parties to said schedules, the protest- 
ants and interveners herein, and that a copy hereof be 
filed with said schedules in the office of the Commission. 


ALLOWANCES ON ANTHRACITE COAL 
AT HAUTO AND NESQUE- 
HONING, PA. 





1. AND S. NO. 661 (36 I. C. C., 164-171) 


Submitted Oct. 9, 1915. Decided Oct. 11, 1915. 


The Central Railroad Co. of New Jersey proposed by the tariffs 
under suspension to pay to the Lehigh Coal and Navigation 
Co. certain lateral allowances out of the rates on shipments 
of anthracite coal] from Hauto and Nesquehoning, Pa.; 
Held: That the allowances would effect unlawful discrim- 
ination and constitute unlawful rebatees. Tariffs ordered 
canceled. 


Jackson E, Reynolds and | Charles E. Miller for respondent. 


McCHORD, Chairman: 

This proceeding involves Central Railroad Company 
of New Jersey tariffs I. C. C. A. Nos. 311 and 312, which 
propose the payment of allowances to the Lehigh Coal & 
Navigation Company, hereinafter called the Navigation 
Company, out of the rates on all anthracite coal shipped 
by the Navigation Company from Hauto and Nesquehon- 
ing, Pa. The tariffs,.which were filed to become effective 
June 17, 1915, were suspended until Oct. 15, 1915, and 
later until April 15, 1916. 


The proposed allowances are per gross ton, as follows: 
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were the subject of consideration in Rates for Transporta- 
tion of Anthracite Coal, 35 I. C. C., 220 (The Traffic World, 
Aug. 21, 1915, p. 486), hereinafter called the Anthracite 
case, and are discussed on pages 241-243 of the report, as 
well as in the appendix, pages 316-318. We held in that 
case that “the payment of the allowances is an unlawful 
discrimination against competing shippers, who are* 
charged the full tariff rates,” and that “even if the amounts 
of these allowances were published, their payment is the 
payment of a rebate, and hence unlawful. But, since these 
allowances were not published, their payment is also 
clearly unlawful as being a departure from the published 
tariffs.” Certain of the testimony in the Anthracite case 
was stipulated in the instant case. The additional testi- 
mony herein, which includes duplicates and corrected cop- 
ies of certain exhibits filed in the former case, corrobo- 
rates in all essentials the record previously made. 

Respondent’s defensive theory is that the allowances 
constitute part compensation for the use of the Lehigh & 
Susquehanna Railroad, a facility demised to it by the 
Navigation Company by lease entered into March 31, 1871, 
the details of which appear in the report in the Anthra- 
cite case, and that the tenth covenant of that lease im- 
poses the obligation for the payment. By the terms of 
the lease respondent assumed the operation of about 162 
miles of track owned by the Navigation Company and 
lying in Pennsylvania, extending west from Phillipsburg, 
N. J., to the mining regions. The lease provides for the 
payment by the respondent to the Navigation’ Company 
as rental of one-third of the gross receipts from all traffic 
from the demised premises and extensions and additions 
thereto, subject to respective minimum and maximum an- 
nual rentals of $1,414,000 and $2,043,000, together with a 
further sum in each year equal to 7 per cent of the ex- 
penditures of the Navigation Company for additions and 
betterments. The tenth covenant of the lease is as fol- 
lows: 

The parties of the second part (Central Railroad Co. of 
New Jersey) further covenant and agree, that on coal delivered 
for transportation by the parties of the first part (Navigation 
Company) on sidings at the northern end of the Nesquehoning 
Tunnel, the rates of transportation shall not exceed the rates 
charged at the same time from Penn Haven to the same points, 
on coal from the Lehigh region, either by the parties of the 
second part or by the Lehigh Valley Railroad Co. 

The shipper, the Navigation Company, as a condition 
of the agreement, obligates itself to ship 75 per cent of 
its coal production over the demised railroad lines and 
the carrier as indicated above obligates itself to transport 
the coal at rates not in excess of the Penn Haven basis of 
rates which will be hereafter discussed. The maximum 
rental has been earned and paid each year since 1903 and 
there are of record additional substantial sums periodically 
paid in recent years to the Navigation Company as lateral 
allowances. 

The demised Lehigh & Susquehanna Railroad is oper- 
ated as respondent’s Lehigh & Susquehanna division. 
Nesquehoning and Hauto are on the Nesquehoning branch 
of that division, the latter four miles west of the former 
and about nine miles west of Mauch Chunk, Pa. Both 
Hauto and Nesquehoning are included in the coal-shipping 
district known as the Lehigh region and would ordinarily 
take the Lehigh region rates. 

Penn Haven, now known as Penn Haven Junction, is 
approximately 9 miles from Mauch Chunk on the line ex- 
tending northwestwardly through Nesquehoning Junction, 
in the direction of the upper Lehigh and Wyoming regions. 
Formerly the Lehigh Valley Railroad. extended from the 
Delaware River to Mauch Chunk, where connection was 
made with what was known as the Beaver Meadow Rail- 
road, which extended north to Penn Haven and then 
branched westwardly to the Lehigh region. At Penn Haven 
the Beaver Meadow Railroad formed a junction by the 
use of inclined planes from the top of the mountain with 
the Hazelton Railroad running to Hazelton, Pa. The rates 
charged on coal shipments from points on the Hazelton 
Railroad and beyond were the rates to Penn Haven, plus 
the rates of the Beaver Meadow Railroad from Penn 
Haven to Mauch Chunk plus the additional rates be- 
yond Mauch Chunk. When, about 1864, the Hazelton and 
Leaver Meadow roads were merged into the Lehigh Val- 
ley system this method of rate-making was continued 
and when, about 1868, the Lehigh & Susquehanna road was 
opened for business the same method was adopted in 
constructing rates for shipments moving through Penn 
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Haven and the rates to Penn Haven from Penn Haven to 
Mauch Chunk were commonly known as laterals. 

Although some time previous thereto a single rate or 
lateral became effective through Penn Haven to Mauch 
Chunk, and the publication of anthracite coal rates from 
Penn Haven was discontinued, there being no collieries at 
or shipments from that point, this split-rate system or 
combination method was further recognized by the Cen- 
tral Railroad Company of New Jersey when, about 1887, it 
established through rates from its mines to destinations. 
In addition to equality of distance from Hauto and from ™ 
Penn Haven to the Mauch Chunk gateway, the same 
lateral was charged from the two points, namely, 14 
cents. From Nesquehoning, less distant to Mauch Chunk, 
the lateral was 12 cents. In the corstruction of through 
rates from the Lehigh and upper Lehigh regions at that 
time laterals were employed Mauch Chunk of 30 cents as 
to some destination points and 35 cents as to others. 
The differences between these through laterals to Mauch 
Chunk and the laterals of 14 cents and 12 cents, re- 
spectively, from Hauto and Nesquehoning to Mauch Chunk 
were 16 cents and 21 cents as to Hauto, and 18 cents and 
23 cents as to Nesquehoning. To this general rate scheme 
is attributed the present scale of differences which are 
designed to preserve the Penn Haven rates as maxima 
from Hauto and Nesquehoning. Instead, however, of meet- 
ing its contractual obligation by making open publication 
of specific rates from Hauto and Nesquehoning not in ex- 
cess of rates which would or might obtain from Penn 
Haven to common destinations and then adjusting rates 
from other collieries on a reasonable and non-discrimina- 
tory basis, respondent elects to do so by holding the 
higher regional rates in published form and through the 
device of the so-called lateral allowances paying to the 
Navigation Company what it conceives to be the present 
portions of the through laterals beyond Penn Haven. 

Until January, 1915, lateral allowances were paid, 
and by the proposed tariffs would be re-established, for 
the purpose of assessing contract rates on the Navigation 
Company’s shipments instead of the carrier’s published 
higher regional rates. Penn Haven ceased to be a rate- 
basing point somewhere between the years 1875 and 1883. 
Neither at present nor for many years past has respond- 
ent published tariffs of coal rates from Penn Haven, bas- 
ing or division sheets, or any other documents to inform 
the public or the Commission of the figures which it repre- 
sents must not be exceeded in its settlements with the 
Navigation Company for coal transportation from Hauto 
and Nesquehoning, but the published regional rates are 
now higher than the unfixed or unrecorded rates conceived 
by the carrier to be applicable from Penn Haven. For- 
merly laterals were paid by shippers to carriers for haul- 
ing coal from their collieries over the mine sidings and 
lateral branch lines to Penn Haven and Mauch Chunk. 
Later, however, the reverse practice obtained and is now 
proposed for the future, the respondent carrier refund- 
ing so-called laterals to a single shipper for rate-equaliz- 
ing purposes, and no explanation is offered of the trans- 
mutation of the term. 

Bearing on the history of laterals, respondent’s traffic 
manager stated, in effect, that the collieries of certain ship- 
pers were more distant from the eastern markets than the 
mines of the Navigation Company; that Penn Haven was 
representative of the distance the Navigation Company’s 
mines were from the eastern markets, and therefore the 
latter rates were fixed lower than the regional group rates 
to the extent of the lateral freight charges which other 
shippers paid for the transportation of their coal to Penn 
Haven and Mauch Chunk. The carrier in its tariffs made 
the group rates apply from the points where it received 
the Navigation Company’s shipments and, by the payment 
of the lateral allowances, secretly, in so far as tariff pub- 
lication was concerned, paid back to this shipper such 
portion of the published rates as was necessary to afford 
the shipper rates equivalent to the lower unpublished 
Penn Haven rates, which in the tenth covenant of the 
lease the carrier and shipper had agreed to enforce. 


There are no collieries at Hauto and no coal originates 
there. The Navigation Company’s shipments from that 
point consist of coal from its shipping points on a line 
of railroad extending south from Hauto to Tamaqua, Pa., 
and reaching collieries in the Panther Creek Valley. This 
line was known as the Panther Creek Railroad, but is now, 
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by merger, a part of the Lehigh & New England Railroad. 
The locomotives of the Central Railroad of New Jersey 
are used to deliver empty cars to what is known as the 
empty yard at Hauto, from where they are taken by the 
Lehigh & New England with its power to the Navigation 
Company’s colliers in the Panther Creek region. Loaded 
cars returning are also taken by Lehigh & New England 
power to the scale at Hauto and dropped to the forward- 
ing yard, whence they are hauled by respondent’s power. 
No services are rendered by the Navigation Company, 
nothing is required of the respondent carrier beyond the 
usual delivery and pick-up of cars for and from a con- 
necting carrier, and the published tariff rates of respond- 
ent do not extend back of Hauto to the collieries. 

At Nesquehoning the Navigation Company has a col- 
liery and the services there performed are described by 
respondent’s witness as follows: “The empty cars for 
the Nesquehoning breaker are handled from Mauch Chunk 
yard by New Jersey Central power, placed on the west 
end of the breaker, on what is known as the empty-car 
tracks. * * * They are placed there and the cars are 
loaded by the colliery employes or breaker employes. 
After they are loaded they are dropped to the scale, pass- 
ing over the scale on to. the forwarding yard, where our 
power picks the coal up and takes it to the Mauch Chunk 
yard.” There is a gravity movement said to be similar 
to that at all other collieries; that is, empty cars are 
moved by gravity from the yard to the breaker and the 
loaded cars returned in the same way from the breaker 
to the forwarding yard. No unusual trackage is _ in- 
volved at either Hauto or Nesquehoning, no special facility 
not equally required elsewhere on the leased lines is 
brought into use, and it is specifically disclaimed that the 
laterals are paid for any services rendered at either point 
by the Navigation Company to respondent. 

No allowances were or are paid on the coal shipments 
of the Navigation Company or of any other shippers from 
points on the leased lines other than Hauto and Nesque- 
honing, and no allowances on traffic other than anthracite 
coal, either outbound or inbound, were or are paid to the 
Navigation Company or any other shippers. The leased 
lines extend into the upper Lehigh region are used for 
the transportation of coal from upper Lehigh and Sandy 
Run in that region. They also extend beyond Hauto into 
what is known as the Audenreid district of the Lehigh re- 
gion, and are used for the transportation of coal from 
Audenreid, Honeybrook, Coleraine and Beaver. Such trans- 
portation admittedly involves greater use of the leased 
facility than transportation from Hauto and Nesquehoning, 
yet no allowances are paid on shipments from the-farther 
distant points. As to length of track, there is greater use of 
the leased facility from Hauto eastward than from Nesh- 
quehoning, but the lateral allowances on shipments from 
the former, as will be observed, are less than from the lat- 
ter. The same transportation service is furnished on the 
different sizes of coal, but the lateral allowances differ ac- 
cording to the sizes. These variations appear to contradict 
the theory that the allowances are such as are con- 
templated in section 15 of the act. Compensation ordinarily 
is predicated on the character, extent and value of the fa- 
cility or instrumentality paid for. Here, if we are to ac- 
cept respondent’s theory, such considerations would appear 
to have had no weight. 

The amounts paid to the Navigation Company as 
rental are, as heretofore stated, one-third of the gross rev- 
enues on all freight and passenger traffic of the demised 
property, and in determining this revenue respondent de- 
ducts before prorating all terminal and other charges a& 
provided by the tariffs, separates the revenues of the Cen- 
tral Railroad and all other carriers which may participate, 
determines what proportion of the Central Railroad net 
revenue accrues to the leased lines—that is, the lines in 
Pennsylvania—and then accounts to the Navigation Com- 
pany for one-third of the remainder so determined. Re- 
spondent’s comptroller testified that in the carrier’s ac- 
counts and in its reports to this Commission the amounts 
paid as rental are and have been entered as rental of 
leased lines, while the amounts paid as laterals are and 
have been entered as deductions from freight revenues, so 
that what the carrier by its conduct for years treated 
as refunds from freight revenue it now seeks to charac- 
terize as part compensation for the use of a facility or 
as rental. 

The record contains files of correspondence and other 
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historical data, none of which supports the contention that 
any payments made by the carrier in accordance with the 
tenth covenant of the lease are or have been intended as 
compensation for use of a facility. The record does show 
that the lateral allowances offered a convenient means for 
increasing or reducing the rates on coal shipped by the 
Navigation Company in accordance with informal under- 
takings between the officials of the Navigation Company 
and those of the carrier without the necessity of changing 
the published and filed tariffs. 

As stated in the report in the Anthracite care, supra, 
the anthracite coal tariffs of respondent for many years 
contained a note to the effect that a lateral allowance out 
of the rates was paid by the Central Railroad of New Jer- 
sey to the Navigation Company in compliance with the 
tenth covenant of the lease and agreement, but neither 
the lease nor the tariffs informed this Commission or 
shippers competing with the Navigation Company of the 
measure of the net charges assessed against the latter on 
shipments of anthracite coal transported for it. 

To the extent that the specific figures are named in the 
proposed tariffs this defect would now be remedied, but no 
means are afforded for determining whether or not the 
deduction of the amounts designated as allowances would 
yield the equivalent of the rates from Penn Haven, since 
no rates, proportions, or divisions are or for many years 
have been published to apply from that point. Moreover, 
the suspended tariffs do not name any rates, merely pro- 
viding for the payment of specific sums “out of the rates 
on anthracite coal named in C. R. R. of N. J. tariffs law- 
fully on file,’ and even if it be considered that the pro- 
posed publication of the lateral allowances would give 
proper notice of the net cost of transportation assessed 
against the Navigation Company, the publication in this 
form is at variance with the rule announced in Allow- 
ances for the Transfer of Sugar, 14 I. C .C., 619 (The Traf- 
fic World, Dec. 26, 1908, p. 36), to the effect that carriers 
should not publish rates in one tariff and discounts or al- 
lowances from such rates in another tariff * * * but 
wherever possible should file net rates as such. 

Setting aside these objections, however, and looking 
only to the effect of the proposed allowances it cannot be 
denied that such effect would be the authorization of a 
special rate for one shipper and the denial of like treat- 
ment to others. The law contemplates that all shippers 
shall be treated alike and shall pay one rate, as established, 
published and posted. Kansas City So. Ry. Co. vs. Albers 
Comm. Co., 223, U. S., 597, and Lehigh Valley Railroad 
company vs. United States, 188 Fed. 887. The provisions 
of the act are controlling as to contracts entered into 
prior to the act’s enactment. Therefore, contractural 
obligations cannot be accepted as justification for the 
unlawful preference of one shipper to the disadvantage of 
others, or for the payment to a shipper of allowances 
in contravention of law. Armour Packing Co. vs. United 
States, 209 U. S., 80-81; United States vs. N. Y. Central 
R. R. Co., 2123 U &S., 515. 

While there may be no inhibition of law against the 
leasing by a carrier of the tracks or property of a shipper 
and the payment of just rental therefor, nevertheless, if 
the consideration be so excessive as to effect a concession 
in the lawful freight rates, the articles of lease and con- 
comitant evils are subject to appropriate legal review. 
Here we have a consideration of fixed yearly rental plus a 
certain proportion of the expenditures for additions and 
betterments and no attempt is made to show that the pay- 
ments so provided would not or do not afford ample com- 
pensation for the use of the property demised. In addi- 
tion, however, under cover of a property agreement, there 
is an unmistakable arrangement for maximum transporta- 
tion charges limited to selected shipping points and avail- 
able to one shipper, which can have no other purpose than 
to secure and hold the largest possible share of that ship- 
per’s traffic, and these maximum transportation charges are 
materially less under existing conditions than the pub- 
lished charges as assessed against other shippers for the 
same service. 

Respondent’s traffic representative could point out no 
obstacle to the publication of net rates from Hauto and 
Nesquehoning equivalent to the present regional rates less 
the later allowances, but stated that the sole justification 
for the publication of the allowances in the form now 
proposed and the payments*in the past was respondent’s 
contractual obligation, and that in the absence of such 





that 
. the 
d as 
hhow 
} for 
the 
\der- 
lany 
ging 


pra, 
Pars 
out 
Jer- 
the 
cher 
or 
the 
on 


the 
no 
the 
uld 
nce 
ars 
rer, 
Iro- 
tes 
1Ww- 
ro- 
ive 
sed 
his 
w- 
af- 
Ts 


ut 


ng 
be 


at- 
rs 





October 16, 1915 


obligation no less or different rates would be maintained 
from Hauto and Nesquehoning than the rates concurrently 
applicable from other collieries in the Lehigh region. 

It is not contended that any question of payment for 
services is involved, and only a strained construction of 
the tenth covenant of the lease can read therein the “addi- 
tional compensation” purpose evidently recently conceived 
in the mind of respondent. This clause of the lease can 
only be viewed as an agreement to enforce a rate adjust- 
ment which, for reasons of public policy, should be entirely 
divorced from a rental arrangement and cannot properly 
have a place in arriving at the fair rate for the use of the 
lessor’s property. 

The status of the Navigation Company as a miner, 
vendor and shipper of anthracite coal is unquestioned. Its 
coal is received by respondent for transportation in sub- 
stantially the same manner as the coal of other shippers 
in the common shipping region. At the outset it pays, or 
its shipments are charged for at, the same rates applied 
to the coal of other shippers from the Lehigh region, but, 
unlike any such other shippers, it was under the old prac- 
tiee, and under the practice proposed would be after- 
wards paid by respondent certain refunds in the guise of 
remuneration for use of facilities, which refunds afforded 
and would afford it substantial concessions from the com- 
mon regional rates available to others. 

Respondent has shown no reasonable justification for 
assessing the regional rates against the other shippers 
within the recognized bourdary of such region and pre- 
ferring the Navigation Company by according it less rates. 
On the record before us and following the conclusion an- 
nounced in the Anthracite case, supra, we find that the 
proposed allowances would effect unlawful discrimination 
and would constitute unlawful rebates. An order will 
therefore issue directing cancellation of the suspended 
tariffs. : 


FEDERAL REGULATION OF RATES 


(Continued from page 792) 
transactions “that the effective government of the former 
incidentally controls the latter,” that this fact will not 
limit Congress in the execution of its constitutional power 
to regulate interstate commerce. The court then says 
(p. 432): 


“But these considerations: are for the practical judgment 
of Congress in determining the extent of the regulation neces- 
sary under existing conditions of transportation to conserve 
and promote the interests of interstate commerce. If the sit- 
uation has become such, by reason of the interblending of the 
interstate and intrastate operations of interstate carriers, that 
adequate regulation of their interstate rates cannot be main- 
tained without imposing requirements with respect to their 
intrastate rates which substantially affect the former, it is for 
Congress to detérmine, within the limits of its constitutional 
authority over interstate commerce, and its instruments, the 
measure of the regulation it should apply. It is the function 
of this court to interpret and apply the law already enacted, 
but not under the guise of construction to provide a more com- 
prehensive scheme of regulation than Congress has decided 
upon. Nor, in the absence of Federal action, may we deny 
effect to the laws of the state enacted within the field which 
it is entitled to occupy until its authority is limited through 
the exertion by Congress of its paramount constitutional 
power.”’ 


Attention was called by the court to the fact that 
“there has been no finding by the Interstate Commerce 
Commission” that the intrastate rates fixed by the state 
of Minnesota produced “unjust discrimination violative 
of the act; and no action of that body is before us for 
review.” As a matter of fact, the Interstate Commerce 
Commission had not considered the rates fixed by Min- 
nesota, but if it had, after investigation, found that such 
rates discriminated against shippers who were required 
to pay reasonable interstate rates, and if the Commission 
had ordered the carriers to cease and desist from such 
discrimination, then it would seem that the court, under 
the Shreveport case (234 U. S., 343), would have re- 
quired the carriers to obey the order of the Interstate 
Commerce Commission “by so adjusting the other rates 
(Minnesota intrastate rates), to which the order relates, 
as to remove the forbidden discrimination.” In other 
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words, to decline to charge the rates fixed by Minnesota 
and adjust their intrastate rates to the basis of |the 
reasonable interstate rates necessary to remove the dis- 
crimination found to exist by the Interstate Commerce 
Commission. 

An interstate carrier must get revenue to properly 
operate its lines from its transportation service—intra- 
state and interstate. In many cases, illustrated by the 
Shreveport case, the whole system of rates is so inter- 
woven that a change in an intrastate rate may affect 
disastrously the business of shippers paying interstate 
rates, and vice versa, and as to the question of charges 
for transportation, the time seems to have arrived when. 
Congress should consider whether a reasonable non- 
discriminatory and uniform standard of rates should not 
be worked out under federal regulation alone, which 
would be fair alike to shippers of interstate and intra- 
state ‘traffic, and relieve the carriers of the embarrassing 
doubt and uncertainty as to which master they should 
obey. 

I speak of the “adjustment of rates,” for no carrier 
and no commission can to-day make or fix rates on any 
commodity between two points, without adjusting the 
rate to a basis of relation to rates on the same or other 
like commodities, covering transportation both between 
the states and between points in the same state. The 
late Henry Fink, one of the ablest and most distinguished 
men in railroad management I have had the privilege of 
knowing, who discharged his duty with loyalty to the 
owners of property and with patriotic interest in his 
adopted country, said: 


“The facts are that railroad companies have a very limited 
control over their freight tariffs; that the cases are exceptional 
where they have the power to make or establish rates; that 
generally they can only adjust their rates of transportation in 
accordance with certain conditions and circumstances over 
which they have no control. This is not only true of competi- 
tive traffic and interstate traffic, but also as to rates on traffic 
within a state, and on local traffic for which there may be no 
direct competition.”’ 

At this time it can hardly be doubted that all traffic, 
state and interstate, so far as rates are concerned, is 
interrelated. 

This situation is illustrated by the case of Chicago, 
Milwaukee & St. Paul Ry. Co. vs. Iowa, 233 U. S., 334, 
where it appeared that rates for the transportation of 
coal from southern Illinois to points in Iowa were duly 
filed and established with the Interstate Commerce Com- 
mission, but a shipper of coal from southern Illinois had 
the coal billed to himself at Davenport, a Mississippi 
River crossing, and when the coal reached an_inter- 
change track at Davenport, it was tendered to the Chi- 
cago, Milwaukee & St. Paul Railway Co. for transporta- 
tion to points in Iowa, under the distance tariff estab- 
lished by the state of Iowa for intrastate transportation. 
The result was that the shipper of coal, by a combination 
of rates established by the state of Illinois, from south- 
ern Illinois to Davenport, thence under the Iowa tariffs 
to destination in that state, secured the transportation 
from point of origin to destination at a less charge 
than the interstate rates filed with the Commission. 
There is no doubt that the combination of rates fixed 
by Illinois and by Iowa destroyed the integrity of the 
interstate rates, and but illustrates the proposition that 
the intrastate and interstate rates for transportation are 
interrelated and ‘interwoven to such an extent that the 
fixing of intrastate rates which may be used in com- 
bination necessarily affects the interstate rates for 
transportation. 

Unless “a uniform standard of rates” is established, 
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covering the interwoven traffic, state and interstate, it 
would necessarily “result that violations of the” Act to 
regulate commerce “as to preferences and discrimina- 
tions” would inevitably follow (Texas & Pacific Ry. Co. 
vs. Abilene Cotton Oil Co., 204 U. S., 426, at page 440); 
and, therefore, by the fixing or regulation of rates by 
state commissions as well as by the Interstate Commerce 
Commission, the very purpose of the interstate commerce 
act is impaired and different standards of rates are 
established, measured by state lines, and when this con- 
dition is shown, should not Congress deal with the situa- 
tion as intimated by the court in the Minnesota Rate 
cases, heretofore mentioned? Undoubtedly the power of 
the Interstate Commerce Commission to prescribe rates 
upon which traffic will move, and which will be free 
from unjust discrimination or undue advantage, is in- 
paired and embarrassed by the fixing of rates applicable 
entirely within state lines, for if two states unite in 
fixing a low rate on any commodity, the interstate rate 
cannot, as a practical and commercial matter, be greater 
than the sum of the two intrastate rates thus fixed by 
state commissions. With such a situation Congress un- 
doubtedly has power to deal. 

As said by the late then judge, afterward Mr. Justice 
Bradley (Stockton vs. Baltimore & New York R. R. Co., 
32 Fed., 9, at page 17): 

“We think that the power of Congress is supreme over the 
whole subject, unimpaired and unembarrassed by state lines or 
state laws; that in this matter the country is one and the work 
to be accomplished is national; and that state interests, state 
policies and state prejudices do not require to be consulted. In 


matters of foreign and interstate commerce there are no 
states,.”’ 


And as said again by Mr. Justice Bradley (Robins 
vs. Shelby Taxing District, 120 U. S., 489, at page 494): 
“In a word, it may be said that in the matter of interstate 
commerce the United States are but one country, and are and 


must be subject to one system of regulation and not to a multi- 
tude of systems.”’ 


Since Congress has the power to establish “a uni- 
form standard of rates” through the Interstate Com- 
merce Commission, avoiding confusion and frequent in- 
justice, it would seem that the policy of exercising this 
power, as justified by present conditions, is beyond doubt. 

The suggestion,here offered applies to the adjust- 
ment of rates alone, and would leave to the states and 
to their commissions the many matters of regulation 
necessitated by “the special requirements of local con- 
aitions,” which are of no concern beyond the boundaries 
of the state which acts. 


The question of revenue to be produced by a com- 
prehensive system of rates upon “a uniform standard,” 
in order to make possible the best, most expeditious and 
safest service, is one not limited to state lines, and the 
burdens necessary to assume in order to provide such 
revenue should be adjusted so as to bear with equality 
and justice both upon intrastate and interstate traffic. 

If the state commissions are engaged in an effort to 
cut the basis of intrastate rates, below that of interstate 
rates, or if the Interstate Commerce Commission is in- 
terested in protecting interstate traffic from advantages 
which it may be claimed intrastate traffic has, how, it 
may be asked with earnestness, can a comprehensive, 
harmonious and fair adjustment of railroad charges upon 
a “uniform standard” be established or preserved? 

If Mr. Madison were here, would he not again ob- 
serve, as he did in the Constitutional Convention, that 
“He was never more convinced that the regulation of 
commerce was in its nature indivisible and ought to be 
wholly under one authority.” Congress undoubtedly has 
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power, when the interrelation of intra. and inter state 
traffic is established, to take over the entire subject 
of rate regulation, and in the light of present conditions 
it should be seriously and patriotically considered 
whether the time for such assumption of duty by the 
federal government has not arrived. 

We have been so engrossed in the proper operation 
of removing grievances in the conduct of the business 
of the railway carrier, and by administrative and regu- 
lative supervision to prevent the recurrence of such 
practices, that we have hardly had time, after the opera- 
tion and the application of antiseptic treatment, to con- 
sider what rules of living the patient should follow, so 
that hereafter he may live a clean, useful and prosperous 
life, to the advantage of the community and for his own 
well-being. It now seems time to consider the future 
of the patient, and by constructive work help him to build 
up to the point where his own prosperity may add to 
the general good. 

It would seem essential that there should be but one 
master to control the rates charged by carriers, so that, 
as far as possible, a fair, reasonable, harmonious and 
sufficient basis of rate adjustment may be established 
and maintained, and the present conflict of authority, 
which was of little importance when interstate communi- 
cation and traffic were less frequent, be removed by 
Congress, in recognition of the fact that we live in a 
country indivisible and bound together by ties of a com- 
mon interest. 


RATES ON POSTAL CARDS 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

Otto Praeger, second assistant postmaster-general, has 

filed a complaint with the Commission, asking that body to 

prescribe a rating on postal cards, for all points covered by 

the Official Classification, not in excess of third class. At 

present they are being carried in Official Classification and 

Western Territory at second and third class. The Southern 

Classification is the only one that now gives postal cards 
a rating and that is first. 


Now, according to the complaint, the Official Classifica- 
tion committee has notified the postoffice department that 
after January 1 they will be specifically rated first class, 
with a 26,000 minimum, in carloads. The Southern Classi- 
fication rating is any quantity. 

The government formerly shipped postal cards by mail 
and they were included in the quadrennial weighing, on 
which the pay of the railroads was calculated. In 1906 
Congress passed a law requiring them to be sent by freight 
or express whenever they were to be sent in bulk, war- 
ranting such transportation. No specific rating was given 
them, but the railroads quoted second and third class. 
Now, according to the notice given by the Official Classifi- 
cation committee, they are to be rated first class, which is 
higher than on similar cards shipped by dealers, but such 
other cards do not bear stamps, hence if they are lost, 
there is no call for indemnification according to any arbi- 
trary stamp value. 

The railroads might carry them free, if they desired, 
but inasmuch as the postoffice department objects to pay- 
ing rates on mail matter anywhere what the railroads think 
they should have, the cards sent by mail, if the railroads 
can have their way, will have to bear rates that are 
higher than if they were not stamped and claims for loss 
and damage based on value of stamps. 
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The Open Forum | 


A Department for the Discussion by Patrons and Friends of Tort Trarric Wortp of Trans- 
portation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


MISROUTING OF SHIPMENTS 


Editor The Traffic World: 

We presume you are interested in having informa- 
tion given out by your publication correct at all times. 
Wish to call your attention to your issue of October 9, 
page 779, in which your “Help for the Traffic Man” de- 
partment, under the caption of “Misrouting,’ refers to 
I. C. C. Conference Rulings 2471, which states: 


In some instances a shipper tenders a shipment accom- 
panied by a bill of lading in which certain routing is specified 
and in which he also enters the rate which he expects to have 
apply to the shipment. In such instances, if the rate so entered 
in the bill of lading does not apply via the route specified in 
the bill of lading, but is lawfully applicable via another route, 
it is the duty of the carrier to send the shipment via the route 
via which such rate lawfully applies, unless a lower rate is 
lawfully applicable via the route specified by the shipper. 


Wish to call your attention to Supplement No. 2 to 
Conference Rulings Bulletin No. 6, which was issued 
July 26, 1915, and Conference Rulings No. 474, .dated 
May 25, 1915. Conference Rulings 286 (d) and 286 (f) 
were amended to read as follows: 


(C) The obligation lawfully rests upon the carrier’s agent 
to refrain from executing a bill of lading which contains pro- 
visions that cannot lawfully be complied with or provisions 
which are contradictory and therefore impossible of execution. 
When, therefore, the rate and the route are both given by the 
shipper in the shipping instructions and the rate given does 
not apply via the route designated, it is the duty of the car- 
rier’s agent to ascertain from the shipper whether the rate or 
the route given in the shipping instructions shall be followed. 
The carrier will be held responsible for any damages which may 
result from the failure of its agent to follow this course. 

If, however, the agent of the carrier, after exercising 
reasonabie diligence, is unable to obtain more definite instruc- 
tions as to routing, the goods should be sent via the route spec- 
fied in the bill of lading. 


We are not writing this letter in a spirit of criticism. 
but presuming that you will wish to set your reader who 
applied to your “Help for Traffic Man” column right in 
this matter. 

C. L. Lingo, Traffic Manager, 
Inland Steel Co. 
Indiana Harbor, Ind., Oct. 12, 1915. 





ADEQUATE CONTAINERS 


Editor The Traffic World: 

A great deal of comment has lately been made by 
various claim agents of the leading railroads in the 
United States as to the large and increasing amount of 
loss and damage claims. They have been getting down 
also to the cause of this condition, and it is generally 
accepted among these gentlemen that the causes arise 
principally from the containers in which various com- 
modities are transported over the country and to the 
railway equipment and also the railroad rolling stock. 

The greatest amount of loss and damage claims, 
however, have resulted principally on account of the 
small containers which are flimsy in construction and 
unscientific in principle. Shippers are taxing inferior 
grades of material and containers of a very light con- 
struction with a load that in a large percentage of cases 
reaches destination damaged and in a condition that 
the railroads fall in line for loss and damage claims. 
The railroads of the United States are paying the 








bill for these inferior containers, and are standing the 
brunt of the mistake. However, owing to the competi- 
tion, no one railroad has come out point-blank and re- 
fused to handle shipments packed in these containers, 
but the soliciting departments of the railroads do not 
give any thought to the profit derived from handling 
shipments, but look for the volume only. 

We all well remember ten years ago what an enor- 
mous volume of material was moved in barrels, and in 
the last ten years the railroads’ business has increased, 
roughly, 100 per cent and the loss and damage claims 
300 per cent. Whether or not the substitute packages 
are directly or indirectly the cause for this unreasonable 
increase in their claims is a question with a number 
of sides, but-in any case it is food for thought. 

L. C. Hollingshead, Vice-President, 
J. D. Hollingshead Co. 
Chicago, Ill., Oct. 11, 1915. 


NEED OF INCREASED REVENUE 
Editor The Traffic World: 

We note in the last issue of The Traffic World that 
the carriers are using as a means of showing the neces- 
sity for increased revenue the present condition of the 
M. & St. L. The writer would like to ask the carriers 
if the M. & St. L. was-on the wrong side of the balance 
sheet prior to the annexation of the Iowa Central. It 
is an evident fact that they were not, and that for the 
carriers to use such a line as a means of showing the 
present financial condition of the carriers in order to 
secure additional revenue is an injury to themselves 
rather than a_ benefit. 

I do not believe that in this enlightened age that 
the public can be so easily hoodwinked. 

Parlin & Orendorff Co., 
By W. M. Cave, Traffic Manager. 
Canton, Ill., Oct. 12, 1915. 


OFFICIAL CLASSIFICATION CHANGES 





THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

Abnormally high advances are proposed in supplement 

No. 9 to current Official Classification No. 42, according to 
declarations made by attorneys at the argument on that 
matter on Oct. 13. In addition to saying that the advances 
proposed are excessive and wholly unwarranted, they 
bluntly told the Commission that the figures in its first 
report in the Five Per Cent case, on which the carriers 
base their case, are misleading, if not false. Luther Wal- 
ter, arguing for the brewers, said that the information 
furnished by the carriers with regard to beer is not at 
all responsive to the questions asked by the Commission. 
He asserted that while the Commission asked for typical 
shipments, typical rates and typical car-mile earnings, they 
reported on 112 shipments, three of which were oysters, 
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moving via the Wabash to New England from St. Louis 
and other points. 

Instead of reporting the rates, the reports gave the 
divisional earnings of the Wabash on hauls more than 900 
miles long and reported the average haul to be 247 miles. 
In that way they were able to figure that the car-mile 
earnings were 8.7 cents and the ton mile 6.6 mills, when 
the fact would be 14.96 cents and 9.4 mills, 

“And if these advances on beer are allowed the car- 
mile earnings, ascertained by tests of more than 45,000 


cars, figured on weighted averages, not averages of aver- ° 


ages, will be 15.7 cents,” he added. “The carriers have 
received their five per cent increase, but by means of the 
proposed change in classification from fifth to fourth, they 
are asking for twenty-five per cent more, on figures that 
were not accurate. 

“Chairman Collyer of the Official Classification Com- 
mittee, than whom we have never met a fairer or squarer 
man than he has shown himself to be in this proceeding, 
frankly admitted that the changes were proposed because 
the Commission, in the Five Per Cent case, on page 416 
of its report, classed beer among the commodities that 
are not supposed to be paying remunerative rates. The 
railroads among: themselves said that if they are ever to 
get advances allowed, they would have to increase rates 
on beer, and they told us so.” 

Nearly every other attorney concerned in the case 
also referred to the fact that the commodity for which he 
was speaking was to be found in the list made up by the 
Commission to support its suggestion that if the railroads 
would scrutinize their classifications and tariffs, they would 
find commodities bearing less than their fair share of the 
transportation burden. 

The proposed advances were treated for the carriers 
by E. S. Ballard and W. W. Collin. The former’s basic 
proposition was that every commodity, under the theory 
of rate-making, must stand on its own bottom; that con- 
cession may not be made because it is supposed to promote 
the business of the carrier in another direction; that is 
to say that a low rate on returned empty containers is not 
justified on the theory that because the containers. are re- 
turned there will be an outward loaded movement, or any- 
thing of that kind. He discussed non-alcoholic beverages, 
which he said must hereafter stand or fall with beer, 
beer cooperage, old wooden barrels, old bottles and bot- 
tle carriers. Generally speaking, the ratings as to them 
are to be advanced, if the supplement becomes effective 
from fifth to fourth, or third to Rule No. 25, or from one 
rule to the other. 

He said there are only eleven L. C. L. ratings of Rule 
26 or lower in the classification now. Ten are advanced 
in the supplement. One got away, but the classification 
committee is after it now, so that it will be changed prob- 
ably, so there will be no exception. He said that fifth 
for L. C. L. ratings, according to the Classification Commit- 
tee,, is “unconscionable.” 

W. W. Collins discussed L. C. L. advances on grain 
and grain products, tobacco, paper scrap, waste paper and 
paper fiber, rags and so forth. There is one change in 
tobacco, that is not L. C. C. That proposes to change 
the A. Q. rating on tobacco in hogsheads. Speaking of the 
proposed advances in grain and grain products L. C. L. 
from fifth to fourth, he said that the carriers are certain 
that fifth is too low and that fourth is not too high and 
that their figures support that view. The loss and dam- 
age claims on L. C. L. shipments of flour, he said, is high 
and for practical purposes such shipments are the only 
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ones that need be mentioned in this matter. Comparison 
of flour with other-articles in fourth class, he said, shows 
that the other articles in fourth class are just as valuable 
as flour, if not more valuable. As a revenue producer L. C. 
L. flour has fallen so low that it is not at all desirable. 
When the present rating was made the cars were smaller. 
There have been advances in the carload minima, so that 
the minimum is 74 per cent greater than it was and the 
carrying capacity of cars is 108 per cent greater. The 
average rate on 1,100 shipments in C. F. A. was 7.78 cents, 
with an average weight of 1,605 pounds, with an average 
of 86.7 pounds per package. He said that the L. C. L. 
business is nearly all in clayed paper or cotton or jute 
sacks, making damage claims numerous and large. There 
has been no advance in years and years on L. C. L. ship- 
ments of flour, other than that allowed in the Five Per 
Cent case. 

The only other change with regard to flour is the 
abolition of the estimated weight of 200 pounds on a 
barrel of flour. It is now to be carried at actual weight 
of 214 pounds. He said that if the millers desire the car- 
riers will gladly change the minimum to 40,000 instead of 
making it 200 barrels. 

With regard to tobacco and paper scrap, Mr. Collin 
said that the changes almost speak for themselves, because 
the value of the articles shipped compares favorably with 
the value of the articles in the classes to which it is pro- 
posed to add them. 


Mr. Walter, first of attorneys for shippers, to address 
the Commission went into great detail, with regard to 
the proposed advances on beer, and John R. Walker took 
up the complaints of the coopers who furnish barrels 
for the brewers. He said that the case is nothing other 
than an advance in rates, because beer cooperage moves 
on class rates. All the articles with which it competes 
move on commodity rates lower than sixth class.’ That 
is particularly the fact with regard to box shooks, which 
are nothing more or less than barrels knocked down, each 
shook or stave being marked so that the barrel can be set 
up with a minimum of time. 

“In the bibulous days when we drank more beer,” said 
Mr. Walker with a smile, “the sixth class was applied to° 
this cooperage. The coopers agreed with the railroads, 
when they started the Five Per Cent advance, that there 
should be more revenue. Therefore they agreed that it 
would be well for the carriers to increase the minimum 
from 20,000 to 24,000 pounds. They have not done that, 
although the coopers said that there are shipments moving 
at the low minimum, thereby depriving the carriers of 
some revenue which they might garner.” 

James C. Jeffery, speaking for the milling interests, 
had five minutes before the lunch recess. He laid down 
the proposition that increasing the rating from fifth to 
fourth on grain and grain products is a proceeding that 
ought not to be allowed without an overwhelming mass of 
testimony, and that is something, he contended, which had 
not been produced. 

“If these advances are allowed, we will be put out of 
business. We have been fighting for our lives and it has 
been a losing one. We lost some in I. & §S. No. 184 and 
again in I. & S. No. 520, and now come these proposals 
to change the classification.” So spoke George B. Webster 
near the end of the arguments in the case. He was 
talking about the slack barrel coopers and incidentally 
about the effect there will be on the flour milling trade if 
the Commission allows the carriers to abolish the esti- 
mated weight on a barrel of flour, which is 200 pounds, and 
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the substitution therefor of the weight of 214 pounds, sup- 
posed to be the actual weight. 

“The estimate of 200 pounds has been carried ever 
since there was a classification. The carriers voluntarily 
adopted it to meet conditions which are the same now 
as they were before the change was proposed. The car- 
riers have shown no change. They have shown nothing 
other than their supposed needs voiced in the Five Per Cent 
case, compared to which the lamentations of Jeremiah 


‘are a song of joy and gladness.” 


Cc. S. Keene, for the American Tobacco Co., said the 
proposed changes constitute the scheme the carriers 
thought of for getting what they thought they should have 
received in the Five Per Cent case. The any-quantity rate 
on tobacco, in hogsheads, he said, prevails in the other 
classification territories, and it has been in existence ever 
since the railroads began carrying tobacco. Sixty-three per 
cent of the traffic is inter-sectional. That means, said 
Mr. Keene, a breaking of what uniformity there exists, 
which is in opposition to what the Commission and Con- 
gress have been trying to accomplish. Mr. Collyer, the 
speaker said, in his testimony said that he had not given 
a thought to the conditions in other territories, 

None of the disabilities attaching to the transportation 
of tobacco in hogsheads, said R. C. Jones, representing 
the Cigar Manufacturers’ Association of Philadelphia, at- 
tach to leaf tobacco in boxes, such as is used by the cigar- 
makers. The hogshead tobacco is used in making plug 
and smoking tobacco. The box leaf is sweated in big ware- 
houses, instead of in the containers in which it is shipped. 
It moves in carloads into the sweating plants and out of 
them in less-than-carload quantities, so that the railroads 
now receive the maximum of revenue to which they should 
aspire. ~ 

Francis B.. James, for the Leaf Tobacco Association 
of the United States, said the issue was whether the 
any-quantity system should be disrupted, without any 
showing of a change in conditions, upon the mere asser- 
tion of the carriers that they need more revenue than has 
been given them. 

“All this Commission has said about the necessity for 
maintaining any-quantity rates on cotton,” said Mr. James, 
“applies to tobacco. It is produced in less-than-carload 
quantities by small farmers and sold in their local markets 
to buyers who bid for the lots gathered in the local ware- 
houses. The people who produce it are not financially able 
to hold their tobacco to ship in carload quantities. While 
the big four of the tobacco business use 75 per cent of the 
part of the crop retained in the United States, there are 
2,800 other men in the business of manufacturing smoking 
tobacco. It is for them and the producers -that I speak. 
They cannot stand this addition of 47 per cent to the rates 
they pay, in addition to the five per cent they had to stand 
by reason of the decision.” He also discussed proposed 
changes in the classification of rags and other paper 
stock. 

In closing for the carriers, W. W. Collin spoke of the 
estimated weight on a barrel of flour as a subsidy to the 
milling industry for which there is no reason. E. S. Bal- 
lard, in closing his part of the argument, took up the asser- 
tion of Luther Walter and others that the proposal to in- 
crease the ratings is due to the Commission’s report in 
the Five Per Cent case. 

“We placed no reliance in the figures published by 
the Commission in the Five Per Cent case. We investi- 
gated the matter for ourselves and the figures we produce 
are our own,” said Mr. Ballard. I say this so that it may 
not be said we did not deny the allegation that we acted 
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on the Commission’s suggestion alone. The report in the 
Five Per Cent case may have hurried the action of the 
Official Classification committee, but the matters dealt 
with in the supplement were under consideration before the 
Five Per Cent case was begun.” 

Commenting on Mr. Walter’s argument with regard to 
beer, Mr. Ballard said it was but a case of setting up a 
straw man to knock him down. 

“Beer is made to bear burdens,” said Mr. Ballard. 
“The government picked it out long ago to bear possibly 
unusual burdens, The railroads perform a governmental 
burden and we think it should bear a heavier burden than 
it does now.” 


EASTERN LIVE STOCK CASE 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Arguments were heard October 8 in the Eastern Live 
Stock case, I. and S. No. 603, in which the railroads seek 
to advance the interstate-rates on live stock and packing- 
house products, from Chicago and Mississippi River cross- 
ings to eastern trunk line territory, to what they say 
would be a reasonable basis. If the Commission allows 
that to be done, then the carriers will advance the intra- 
state rates. 

Attorneys for the packing interests assailed the man- 
ner in which they say the respondents proposed to justify 
the advances. Luther M. Walter, H. K. Crafts and A. B. 
Hayes ridiculed the case, saying that, in effect, the car- 
riers said to the Commission, “Well, we have filed our 
tariffs, making advances on two of the articles mentioned 
in your list of commodities carrying unremunerative rates, 
now make our case for us.” 


E. S. Barton and O. E. Butterfield discussed the mat- 
ter for the carriers, asserting that the showing made 
in the Five Per Cent case is sufficient warrant for the 
proposed advance on live stock and packing-house prod- 
ucts, because the need of more revenue was admitted by 
the Commission. They said carriers took the live stock 
and packing-house scale prescribed by the Commission 
in the Texas-Oklahoma case and used it for the territory 
involved, not in full, because they recognized that con- 
ditions .are not the same. In recognition of the differ- 
ences, the carriers made the rate proposed by them 13 
per cent lower than in the Oklahoma-Texas scale. 

Mr. Hayes, for Buffalo and Pittsburgh packers, in 
commenting on the application of that scale to C. F. A. 
territory, remarked that if the carriers had established 
a proper relationship, based on density of traffic, the 
live stock rate from Chicago to Pittsburgh and Buffalo 
would be but 9 cents instead of 18, as at present, or 23, 
as proposed. 


But the point he Mnost emphasized was that the pro- 
posed rate would change Pittsburgh and Buffalo from 
60 per cent to 70 per cent points. For 25 years, he said, 
they have been taking 60 per cent of the New York-Chi- 
cago scale. 

“This Commission, time and again, has said there 
should be no change in percentage relationship or in 
grouping except upon a strong showing of reasons for 
a change,” said Mr. Hayes. “There is no showing of 
that character in this case at all.” 

Luther M. Walter, for Morris and Sulzberger interests, 
said that the railroads, instead of seeking to justify by 
putting on men to show the cost of doing the business, 
or to show anything about any changes in operating con- 
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ditions to justify changes, placed tariff agents on the 
stand to say that, in their opinion, the existing rates are 
too low in comparison with some other rate. 

“Not one figure is given to show the cost of doing 
any of the work,” said Mr. Walter. “Nothing but opin- 
ion. All the figures are those furnished by shippers, and 
they show that instead of a five per cent advance in 
rates, the carriers are proposing advances ten times as 
great on commodities which the figures show are already 
paying more than the average of commodities.” 

Mr. Crafts, for Armour & Co., attacked the proposed 
advance on packing-house product, pointing out that the 
territory involved is the only one in which bulk packing- 
house products pay a higher rate than products carried 
in package form. He also called attention to the fact 
that there are only three commodities that yield a higher 
revenue than packing-house products, and one of them 
is green salted hides; which should really be classed as a 
packing-house product. 

There were three distinct parties in the arguments 
when the came to a close. W. E. Lamb, for the Cudany 
people, and Walter McCornack, for Iowa packers, con- 
stituted one party, the other packers’ attorneys the sec- 
ond, and the lawyers for the railroads the third. The 
packers divided on the question of the relation of rates 
on live stock and those on fresh meats. Messrs. Mc- 
Cornack and Lamb insisted they shall be the same, while 
the others desire the live stock rates to be lower. 

All the packers and S. H. Cowan opposed the proposed 
advances in live stock rates, but they divided on the ques- 
tion of the relations. A. B. Hayes, for packing interests 
at Pittsburgh and Buffalo, insisted that the case presented 
by the tariffs on file and suspended is not broad enough 
to enable the Commission, at this time, to go into the 
relativity. That being the situation, he said that there 
was only one thing for the Commission to do and that was 
to disallow the advances proposed for live stock. To do 
otherwise would be to destroy the relation that has long 
existed, in the territory involved between live stock and 
fresh meat, to the detriment of his clients. 

Ross D. Rynder and W. E. Lamb, both former chief 
examiners for the Commission, joined issue on the rela- 
tionship. They divided their time into five-minute periods, 
so that they might answer each other. First Rynder would 
reserve five minutes of the time allotted to him so as to 
answer Lamb and then Lamb would reserve five minutes 
of his time to answer Rynder. Lamb contended that the 
record was broad enough to enable the Commission to say 
what the relationship should be. He wound up by declaring 
that his people wanted proportional rates from the Missis- 
sippi east, so as to be on an equality with their competitors 
east of that point. 

All the packers, however, are opposed to the advances 
proposed on live stock, notwithstanding the promise of the 
railroads, as contained in tariffs now under suspension, 
that the present relation of rates will be substantially 
maintained by similar advances on meat. 

O. E. Butterfield, in closing the case for the carriers, 
raised a mild riot by declaring that the mixing rules of 
the carriers allow the packers scandalous favors, which 
no other class of shippers enjoy under the mixing rules. 

“Mr. Butterfield, you are stating what is not a fact,” 
declared Luther M. Walter. “The fact is that the mixing 
rules are more favorable to nearly all other shippers 
than they are to the packers.” 

Mr. Butterfield refused to discuss the matter with Mr. 
Walter. The commissioners, however, became interested, 
and Mr. Clark wanted to know the facts. Thereupon Walter, 
reading from the Morris and the Sulzberger brief, said that 
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stovepipe elbows, rated first class, when mixed with other 
iron and steel articles, take less than sixth, while packing- 
house mixtures take a higher rate than most of the 
articles in the mixture. 

Mr. Rynder suggested that, technically speaking, rule 
10 is more favorable to the packers than to other ship 
pers, but exceptions to that rule carried in the tariffs in- 
volved in this case give other shippers more favorable 
rates than the packers, so that, in its final analysis, the 
Butterfield declaration was not accurate. 











ACCIDENT BULLETIN 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Advance quarterly figures compiled for accident bul- 
letin No. 56 for the months of April, May and June, 1915, 
and for the year ended June 30, subject to revision, show 
that during the quarter ended June 30, the casualties of all 
classes reported by steam railway companies were: Train 
accidents, killed, 86; injured, 1,596; other than train acci- 
dents (including accidents to employes while at work, to 
passengers getting on or off cars, to trespassers, and oth- 
ers), killed, 1,878, and injured, 12,189; industrial accidents 
(accidents not involved in train operation, but occurring 
to railway employes, other than trainmen, on railway 
premises), killed, 94, and injured, 24,551. . The total was, 
killed, 2,058, and injured, 38,336. 

As compared with returns for the corresponding quar- 
ter of 1914, the above figures show, for train accidents, a 
decrease of 18 in the number of persons killed and of 561 
injured; for other than train accidents, a decrease of 162 
killed and of 1,722 injured, and for industrial accidents, 
an increase of 14 killed and a decrease of 2,109 injured, 
making a net decrease, all classes, of 166 in the number 
killed and of 4,392 in the number injured. 

The total number of collisions and derailments on 
steam railways reported for the quarter was 2,320 (748 
collisions and 1,572 derailments), of which 60 collisions and 
139 derailments affected passenger trains. The damage to 
cars, engines and roadway caused by these collisions and 
derailments, including the cost of clearing wrecks, 
amounted to $1,705,498. These figures show decreases in 
the number of accidents and persons injured, but show 
an increase in the number of persons killed compared with 
figures reported for the preceding quarter. There was a 
decrease of 185 in the number of collisions and a de- 
crease of 443 in the number of derailments reported for the 
same quarter of the previous year. 

As compared with the corresponding quarter of 1914, 
there was a decrease of 656 in the number of train acci- 
dents. 

Defective roadway and defective equipment together 
caused over 73 per cent of all the derailments reported. 
Of derailments due to defective roadway, over 12.2 per 
cent were caused by broken rails, and of the number due 
to defective equipment, over 22.8 per cent were caused by 
defective wheels. 

Bulletin No. 56 will contain the usual quarterly figures 
respecting accidents on electric railways and tables cov- 
ering the year ended June 30, both for steam railways and 
for electric railways. 

The bulletin will embrace a summary of reports made 
to the Commission by its chief of the Division of Safety, 
covering accidents investigated during the quarter, and 
will also include, in tabular form, a concise summary of 
reports of accidents investigated during the year ended 
June 30, 1915. 
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THE TRAFFIC WORLD 


Who’s Who In Traffic 








By A. E. Heiss 


By his looks, James Walton Carmalt might be a 
preacher or an actor. By the records he is an accountant 
and a lawyer. But he hopes to be a broncho buster, a 
remover of devilishness from the young of the genus 
equus caballus. However, until there has been a realiza- 
ition of his ambition to own a farm where colts are pos- 
sible- he is likely to continue the kind of work he is 
now doing—the kind that falls to the hierophant of the 
order of interstate commerce exam- 
iners, the young men who have been 
‘receiving more than an ordinary 
amount of left-handed attention 
from losing litigants. In other 
words, unless higher honors come, 
it is probable he will remain chief 
examiner, the man who tells the 
examiners where to “head in” when 
they show signs of a lack of that 
breaking he would like to admin- 
ister to colts. 

“Jim” Carmalt, soft-spoken, 
brown-eyed, having the looks that 
be suitable for either the stage or 
the pulpit, is on the upgrade of 
life’s railway, even if his brown 
curls have turned gray. He was 
born on a farm near Montrose, Pa., 
and Oct. 23, 1915, is his forty- 
third birthday anniversary. He has 
been a member of the Commission 
staff since the spring of 1909. His 
first work was in the division of 
accounts, to which he was appointed 
from the Civil Service Commission’s 
list of eligibles. In the six years 
of his service he has traveled far. 

The eye of the public bent upon 
him first in the Industrial Railways 
case, in which he served the Com- 
mission as attorney. As a prepara- 
tion for the work in that matter he 
went over nearly every one of the 
short lines, which have given the 
Commission so much trouble, and 
which will probably continue to 
cause corrugation of the brow, not- 
withstanding the fact that the de- 
cision of the Supreme Court in the 





section, whence he comes, Carmalt spent a year and a half 
at Columbia Law School and finished his law education 
at the New York Law School, being admitted to the bar 
in 1899, four years after his graduation from Hamilton. 
After general practice for a little more than a year in 
New York City, he entered the New York traction serv- 
ice. While largely engaged in the operating department, 
he did some legal work for his employers. He was chief 
clerk in the transportation depart- 
ment when he took the examination 
that brought him into the employ of 
the government. 

Before the end came in the In- 
dustrial Railways case, Mr. Carmalt 
was made an examiner and attached 
to Chairman Harlan’s staff in a con- 
fidential capacity. 

From the Industrial Railways 
case to close association with Louis 
D. Brandeis in the Five Per Cent 
case was as natural a step as from 
arithmetic to algebra. The large 
facts in the Industrial Railways 
case appeared to be that the trunk 
lines were wasting their revenues 
and giving rebates to big shippers. 
When ‘Louis D. Brandeis came 
into the Five Per Cent case, his 
efficiency ideas plus the belief 
that the railroads were wasting 
their substance in allowances to 
shippers and in divisions to short 
roads owned by shippers doubtless 
produced the theory that if the trunk 
lines would but give thought to con- 
servation of their revenues, there 
would be no necessity for the hori- 
zontal advance in rates such as the 
carriers had proposed. Under Mr. 
Carmalt’s direction, agents of the 
Commission produced facts in sup- 
port of that proposition. : 

When one of the packers grabbed 
Ross D. Rynder from the Commis- 
sion to see to it that none of their 
money took wings by reason of 
unjust or unduly discriminatory 
rates, Carmalt was in charge of 


Tap Line cases, in theory, disposed Photo by Harris & Ewing. a large part of the investigating 


of the fundamental propositions with 
regard thereto. Whatever the view 
that may be held respecting the question involved, there 
is no disposition to take credit from Carmalt for the 
vast amount of work done in connection with that case. 
There was a prodigious labor and Carmalt, under the 
direction of Commissioner Harlan, the latter then chair- 
man, was the executive head. 

Carmalt came to the Commission well prepared for 
what he has done and is continuing to do. After attending 
schools at Scranton, Pa., and Utica, N. Y., he was gradu- 
ated from Hamilton College, in which Elihu Root’s father 
ind brother were professors of mathematics. After two 
vears in the coal mines and railroads in the hard-coal 


JAMES W. CARMALT. 





and examining work of the Com- 
mission. The suggestion in the Five 
Per Cent Case had produced schemes. for conservation 
of revenues that set the shippers by the ears—so much 
so that for a time it seemed that the work created by 
those suggestions had displaced every other activity 
of the Commission. His appointment to be the suc- 
cessor to Rynder was undoubtedly due to the fact 
that he had shown himself to be the man willing and 
able to use his talents, although the Commissioners 
have not said why they did what they did. 

The chief examiner’s title is sufficient to explain 
the nature of the work that falls upon him. He is 
the head of the force of examiners, who are to the 
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Commission what masters in chancery are to judges. 
They take the testimony, much to the pretended disgust 
of litigants who lose, their corner grocery suggestions be- 
ing that the examiners are too young, or that they are 
prejudiced, or that they make misleading abstracts of the 
testimony to present to the Commissioners. So great have 
become the tasks before the examiners that now the chief 
has an assistant, Mr. Crossland, and a staff, so that from 
a one-man office while Patrick Joseph Farrell held it, the 
chief examiner’s office is growing to be a division with a 
considerable personnel. 

It would be trite to say that, in his time, Carmalt has 
done a man’s work. Farming, mining, working in a 
foundry, on railroads and then into the law, means a 
reasonably busy life. The fact that he has been in inti- 
mate association with coal mining operations is indelibly 
searred upon his face. Proximity to a premature blast 
left a blue-black scar on his nose and in the adjoining 
territory. It is the certificate of that experience with 
hard labor that those who possess it believe gives them a 
broader outlook than those who have not had it. 


LAKE LINES DIVORCE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 





The Commission, October 11, postponed the effective : 


date in the lake lines’ divorce decree from December 1 
to December 15. Protests of the Chicago Board of Trade 
and other commercial interests’ run to the effect that if 
the divorce decree is enforced there is no telling where 
the grain rate will go before the end of the navigation 
season. It started out at seven-tenths of a cent a bushel 
at the beginning of the season and is now seven cents, 
owing to the big crop, war and the sale of the Erie and 
Rutland ships. That sale reduced the lake tonnage ma- 
terially and helped hoist rates further. 

In changing the effective date of the order the 
Commission is believed to have taken the first of 
a number of retracing steps in that matter. Now, that 
the season of lake navigation is coming to a close, the 
fact is being brought forward that, when the season 
closes, the tariffs which name the lake-and-rail rates will 
no longer be in effect. They expire by terms named in 
the tariffs themselves. Unless the Commission can com- 
pel the carriers between now and December 15 to change 
the effective date of the expiration of those tariffs, when 
the navigation season opens next spring there will be 
no tariffs providing for lake-and-rail service. 

If the decree of divorce is enforced, then there will 
be no ships owned by railroads. There may then be 
some independent ships on the lakes over which the 
Commission could exercise jurisdiction to the extent of 
prescribing through routes and joint rates, if the ship 
lines asked that that be done. Unless they asked, it is 
doubted whether the Commission; of its \own \motion, 
could bring them into its control and require them to 
join in through routes and joint rates with the railroads, 
who, by the decree of divorce, will have lost their ships. 

If, before next spring, the Commission should mod- 
ify its order to the extent of allowing the Lehigh and 
the Lackawanna to retain their ships, then those roads 
would probably file new lake-and-rail rates. If they 
chos2 to name higher rates than are in existence now, 
what could the Commission do? is being asked. It might 
suspend the new tariffs if it has the power, but that 
would not help. Suspension would leave the lakes with- 
out lake-and-rail rates until such time as the Commission 
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could conduct an inquiry and come to a conclusion as 
to what the proper rate should be, even if it were settled 


‘that it could susepend a tariff naming rates where no 


rates had been in effect. 

The law, by its letter, authorizes the Commission to 
suspend tariffs naming new rates, to replace those in 
effect. In the Kansas City Stock Yards Railroad case, the 
question as to whether the Commission could suspend 
that company’s first tariff was discussed and the un- 
official conclusion was that the Commission cannot sus- 
pend a first tariff. that is to say, that when a new rail- 
road comes into being, it can file a tariff naming what- 
ever rates it pleases and they must be allowed to go into 
effect and remain until the Commission can investigate 
and determine whether they are reasonable. 

The petition of the Chicago interests for leave to 
intervene in the Lehigh’s petition for rehearing, as told 
in The Traffic World, has ben read with more than an ordi- 
nary amount of interest. The query that is now being 
raised is as to why it took so long for the shippers on the 
great lakes to realize that the decree of divorce was not 
a desirable thing for them, especially in view of the 
fact that the Commission has complete power over the 
rates, practices and regulations of the railroad-owned 
boats, while it has no such power over independent 
steamers, unless the latter ask that the Commission 
establish through routes and joint rates between them- 
selves and the railroads, which, it is suggested, they 
would not be likely to do as long as the railroads are 
not allowed to put competing boats on the lakes. 

To make certain that the arguments of October 23 
would be limited to the Lehigh Valley Railroad, the 
Commission on October 13 put out a modified announce- 
ment with regard to the arguments to which it will listen, 
distinctly limiting them to the point as to whether there 
shall be a modification of the order it has issued direct- 
ing the Lehigh Valley to get rid of the boats owned 
by the Lehigh Valley Transportation Co. The latter is 
owned by the railroad company. 





EACH BLAMES THE OTHER 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

W. S. Bronson and W. A. Northcutt, representing, re- 
spectively, the Chesapeake & Ohio and the Louisville & 
Nashville, stood before the Commission, October 9, each 
to explain that the blame for the proposed cancellation of 
through rates on coal from West Virginia mines to cen- 
tral Kentucky destinations lies wholly on the other. The 
admitted facts are that the L. & N. asked the C. & O. 
to increase the rates ten cents a ton—and keep the money. 
[It made that request, as Mr. Northcutt said, because the 
rates from the Jellico mines, on the rails of the L. & N., 
being» the same as from West Virginia, are considered by 
the L. & N. to be unduly discriminatory against the Jellico 
mines. The upshot of the matter was the breaking of 
the through route and joint rate arrangement, with the 
Commission intervening to suspend the proposed com- 
bination of local rates. 

Commissioner Clark remarked that this was a mosi 
amazing situation, with one railroad proposing that the 
rates shall be increased but willing to have the extra 
money go to its connection. 

There are a dozen districts from which coal can reach 
the destinations invoelved,.but the main object of the L. & 
N. is to give the Jellico mines an opportunity to get more 
business by having the rates from the Big Sandy and 
Kanawha mines made 10 cents higher than Jellico. 
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THE TRAFFIC WORLD 


‘Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of nema wed = published by West Publishing Co., St. Paul, Minn. 
opyrighted). 


LOSS OF, OR INJURY TO, GOODS. 
Evidence: : 

(Ga. App.) The verdict was sufficiently supporied by 
the evidence.—Lamb vs. McHan, 96 S. E., 253. 

Form of Action: 

(Ga. App.) Construing the petition as a whole, and 
in the absence of a demurrer complaining of uncertainty 
as to the nature of the action, it is held that the action 
was one ex delicto, and not ex contractu—Lamb vs. Mc- 
Han, 86 S. E., 252. 

An action founded upon the failure of a person to 
perform a legal duty imposed upon him by contract is 
an “action ex delicto.”—Id. 

Limitation of Liability: 

(Ga. App.) Since the bill of lading attached to the 
plaintiffs’ petition shows that it was signed by the car- 
rier’s agent alone, and not by shipper, the plaintiff was 
not bound by any stipulation therein py which it was 
sought to limit the liability of the carrier—Lamb vs. 
McHan,, 86 S. E., 252. 

Measure of Damages: 

(Ga. App.) The measure of damages was the value 
of the property at destination, less freight charges to that 
point.—Lamb vs. McHan, 86 S. E., 253. 

CARRIAGE OF LIVE STOCK. 
Carmack Amendment: 

(Va. S. C. App.) .Under the Carmack amendment (act 
June 29, 1906, c. 3591, 7, pars. 11, 12, 34 Stat. 593 (U. S. 
Comp. St. 1913, 8592)), making the initial carrier the agent 
of all the carriers on the entire route, notice of claim of 
damage under an interstate shipment given to the initial 
carrier is enough, even if the contract is susceptible of 
interpretation as requiring it to be given directly to the 
connecting carrier on whose line loss occurs.—Norfolk & 
W. Ry. Co. vs. A. J. Steele & Son, 86 S. E., 124. 

(The court further said): 

“The seventh assignment of error involves the suffi- 
ciency of the claim filed by the plaintiffs, giving the de- 
fendant notice under the terms of the contract of ship- 
ment. The contract in question contained the following 
provisions: 

“‘That no claim for damages which may accrue to 
the said shipper under this contract shall be allowed or 
paid by the said carrier, or sued for in any court by the 
said shipper, unless a claim for such loss or damage shall 
be made in writing, verified by the affidavit of the said 
shipper or its agent, and delivered to the general claim 
agent of the said carrier, at his office in Roanoke, Va., 
within thirty days from the time said stock is removed 
from said car or cars, and that, if any loss or damage 
occurs upon the line of a connecting carrier, then such 
carrier shall not be liable unless a claim shall be made 
in like manner, and delivered in like time, to some proper 
officer or agent of the carrier on whose line the loss or 
injury. occurred.’ 

“It is conceded that the notice was properly and in 
due time given to the initial carrier at Roanoke, and 
the contention here is that notice ought also to have been 
given to the connecting carrier. We do not think this 
contention can be sustained. If the letter of the provision 
is susceptible of the interpretation placed upon it by 





counsel for defendant, such interpretation is contrary to 
the spirit and purpose of the Carmack amendment, which 
undoubtedly makes the initial carrier the agent of all the 
carriers on the entire route. The authorities, we think, 
sustain this conclusion.—Overton vs. Chicago, etc., R. Co. 
(Tex. Civ. App.), 160 S. W., 111; A. C. L. R. Co. vs. Riv- 
erside Mills, 219 U. S., 186, 31 Sup Ct., 164, 55 L. Ed. 167, 
atl. R.A. CH Bs TH 

Delay in Transportation: 

(Va. Sup. Ct. App.) As tending to meet a carrier’s 
defense that delay in transportation was unavoidable, and 
due to destruction of a bridge, evidence of a like ship- 
ment from the same point, to the same destination, by 
the same route, made the following day, and arriving a 
day earlier, is proper.—Norfolk & W. Ry. Co. vs. A. J. 
Steele & Son, 86 S. E., 124. 

Evidence: 

(Va. Sup.- Ct. App.) Any error in admission of evi- 
dence was rendered harmless by an instruction equivalent 
to a positive exclusion of it—Norfolk & W. Ry. vs. A. J. 
Steele & Son, 86 S. E., 124. 

Limitation of Liability: , 

(Va. Sup. Ct. App.) The provision in a contract of 
shipment of cattle that the carrier assumes liability to 
the extent only of the agreed valuation does not protect 
it against all liability, if the cattle sell in the market 
for as much as the agreed valuation, notwithstanding dam- 
age from injury or delay, but the shipper can recover 
any damage, not exceeding the valuation——Norfolk & W. 
Ry. Co. vs. A. J. Steele & Son, 86 S: E., 124. 

Provision in a contract of shipment of cattle for 
acceptance by the shipper as full compensation for dam- 
age from any unusual delay, whether or not caused by 
the carrier’s negligence of the amount of extra expense 
for feed, is unreasonable on its face, and illegal, as ex- 
empting the carrier from liability for its negligence, and 
not merely limiting liabilty.—Id. ‘ 

A carrier’s interstate contract of live stock shipment, 
in terms limiting liability in consideration of being based 
on the lower rate, not being referred to in, or made a 
part of, its tariffs, and not appearing to have been passed 
on by the Interstate Commerce. Commission, will not 
avail it, it having the burden of showing its validity by 
approval by the Commission.—Id. 

(The court further said:) 


“It is urged, however, on- behalf of the defendant, that 
this contract was based upon alternative schemes of 
published rates, which cannot be varied by the carrier 
and cannot be attacked, except by proceedings before 
the Interstate Commerce Commission. In view of the 
length to which the Supreme Court of the United States 
has gone in the case of Boston & Me. R. R. Co. vs. Hooker, 
supra, and other recent cases, in construing the scope 
of the administrative duties of the Interstate Commerce 
Commission, there might be some room to question the 
jurisdiction of the court to declare any of the terms of 
this bill of lading invalid, if it appeared that the same 
had been referred to it in the defendant’s tariffs and 
had been approved by the Commission. These decisions 
seem to hold that accepting the provisions in bills of 
lading is a part of the administrative duties and powers 
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of the Commission, and that, Congress having acted upon 
the matter and delegated these duties to the Commission, 
the courts are without any first instance authority to 
interfere. In addition to the authorities above cited, see 
Atchison, T. & S. F. R. Co. vs. Robinson, 233 U. S., 173, 
34 Sup. Ct., 556, 58 L. Ed. 901, and Mr. Wither’s article 
on ‘Carriers’ Liability on Interstate Shipments,’ 1 Va. 
Law Rev. (N. S.),-241. : 

“But we do not find that the Interstate Commerce 
Commission ever approved the ‘Uniform Live Stock Con- 
tract,’ or that it is referred to in any or made a part of 
the defendant’s tariffs. The defendant, it is true, proved 
that its tariff rates were on file with and had been ap- 
proved by the Commission, and proved that it had another 
form of bill of lading, designated as ‘a straight bill of 
lading,’ carrying a 10 per cent higher freight rate, which 
the shipper might have adopted. This latter form was 
likewise introduced in evidence, and it affirmatively ap- 
pears upon its face that it had been approved by the 
Commission. The ‘Uniform Live Stock Contract,’ how- 
ever, does not appear to have been so approved, nor does 
it appear that it was in any way referred to in the com- 
pany’s tariffs. While, therefore, we may assume that if 
the Commission had acted upon this live stock contract, 
and approved it, the plaintiff’s first resort must have been 
to the Commission, we think that, until it does affirma- 
tively appear that the Commission acted upon it, the 
courts are free to deal with it. 

“The Interstate Commerce Commission, by its report 
of May 7, 1915,, No. 49 (ex-parte), in re the Cummins 
amendment, very clearly indicates that the carriers, in 
what is known as the Southern Classification, applying 
in territory east of the Mississippi and south of the Ohio 
and Potomac rivers, have not, as a rule, filed their live 
stock contracts with the Commission. The report uses 
this pertinent language: 

“‘Some of the tariffs of the individual carriers in this 
territory contain reduced rates applicable to shipment of 
live stock which are conditioned upon certain declared 
valuation and upon shipments being made under the live 
stock contract, and such tariffs provide that higher rates 
will apply when shipments are not so made. The terms 
of the live stock contract are not incorporated in the tar- 
iffs, and, with one or two individual exceptions, they are 
not filed with the Commission as a tariff publication.’ 

“The reports of the Commission are published by 
authority of the act of Congress providing for them. We 
refer to them here merely for the purpose of showing 
that it does not follow in every case, that, where tariffs 
have been filed with the Commission, the contracts to 
which such tariffs are applied, have been approved by the 
Commission. The burden is upon the defendant in this 
case to establish the validity of its bill of lading, and, so 
far as the evidence before us goes, there is nothing to 
show that the Commission ever passed upon the contract.* 

“We are of opinion, therefore, that neither of the 
provisions in the bill of lading, so earnestly invoked by 
the defendant, can avail anything against the claim of the 
plaintiffs in this case, and, we may add, such provisions 
will not hereafter be of interest, because the aforesaid 
Cummins act of March 4, 1915 (38 Stat. 1196, c. 176), 
amending the federal interstate commerce act, invalidates 
all attempted agreements of this character between the 
shippers and the carrier.” 

Summons Duces Tecum: 

(Va. Sup. Ct. App.) Any error in quashing summons, 

issued at plaintiffs’ instance, under code 1904, 3371, as to 
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production of a writing in the adversary’s possession, was 
harmless; defendant not only relying on, and insisting 
that plaintiffs were bound by the data given in its answer 
to the summons, but introducing. witnesses to prove the 
same facts.—Norfolk & W. Ry. Co. vs. A. J. Steele & Son, 
86 S. E., 124. 
Time of Confinement: J 

(Va. Sup. Ct. App.) An indorsement in the hand- 
writing of one of the firm of shippers in the blank margin 
of the bill of lading satisfies the proviso of act June 29, 
1906, c. 3594, 34 Stat. 607 (U. S. Comp. St. 1913, 8651-8654), 
that time of confinement of a shipment of live stock with- 
out unloading for rest and food, fixed at 28 hours, may 
be extended to 36 hours on the written request of the 
owner, “separate and apart from any printed bill of lading 
or other railroad form.”—Norfolk & W. Ry. Co. vs. A. J. 
Steele & Son, 86 S. E., 124. 


IRON AND STEEL RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 





Judging from inquiries that have come to the Com- 
mission there is a prospect that the Reading, Lehigh, 
Lackawanna and other roads,.the rails of which do not 
run west of Pittsburgh or Buffalo, will get into the scram- 
ble produced by the application, No. 10336, of the trans- 
continental railroads for authority to extend the 55-cent 
rate on iron and steel articles to the Pittsburgh and Cin- 
cinnati rate groups. The steamship interests will be 
pleased to have them come in. They are willing to assert 
that the water is fine and the swimming good. 

There are also indications that eastern steel interests 
will be represented when the Commission grants hear- 
ings on the application. The interest of the eastern rail- 
roads and steel manufacturers is obvious. The eastern 
railroads, to prevent the loss of tonnage which they carry 
to Atlantic ports, it is believed, may have to make some 
arrangement to meet the westward drag, which gives the 
roads serving Pittsburgh and Mississippi River crossings 
a division of 9.75 cents per 100 pounds. 


The Countiss application is a purely formal matter. It 
gives no reasons other than a desire to give to the Pitts- 
burgh steel makers the same rates that have been given 
to their competitors at Chicago and the crossings. That 
desire was expressed at the time the hearings were had 
on the application for the original modification, which is 
commonly known as Schedule C. They were unable, at 
that time, to give Pittsburgh the benefit of the reduction 
made at Chicago, because they were not able to agree 
upon divisions. 


Steel makers on the Atlantic coast are expected to ap- 
pear in the case, if not as formal interveners, as extremely 
interested spectators with a view to preventing, if possible, 
the flattening of all-rail rates so that they will lose the 
advantage of their proximity to the Atlantic. 


In the arguments that have been made, by means of 
correspondence, the Pittsburgh interests assert that there 
is more reason for the 55-cent rate from their mills than 
from Chicago, because Pittsburgh is nearer the Atlantic. 
They urge the further fact that for thirty years rates to 
Pittsburgh coast points have been based on Pittsburgh, 
rather than on Chicago, so that in asking for permission to 
extend the Schedule C rate eastward, the railroads are not 
presenting something new, but merely returning to the 
old system. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau, 


‘NARRATE ALANNA TS 


PO ees COU OO * 


in this department we shall answer simpie questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
vately written answers to their inquiries by the payment of 
a small fee. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Sufficiency of Notice of Arrival of Shipment 

Virginia.—Question: ‘What is a legal notice of the 
arrival of a less-carload shipment of freight when no 
local address is shown on shipping order or bill of lading? 
Can carriers waive collection of storage on freight if 
consignee makes affidavit that notices mailed and which 
had correct street address, were not received? What 
evidence of notices mailed should carriers have to prove 
in court that proper notices were sent, in case consignee 
claimed that same were not received, making it neces- 
sary for carriers to sue for collection of storage charges? 

“The above information is desired on shipments mov- 
ing interstate.” 

Answer: A notice, when required either by contract 
or law, is sufficient which actually informs the consignee 
of the arrival of his goods at the place of destination. A 
newspaper notice, ordinarily, is not a valid notice, unless 
shown to have been brought to the consignee’s attention. 
A notice may be sent by mail, instead of being given 
personally, but in such instances the carrier must bear 
the consequence of any delay in its receipt, and the posi- 
tive evidence of the consignee that he did not receive 
a mailed notice is entitled to greater weight than the 
inference to be drawn as to its delivery by the testimony 
of the carrier merely to the effect that it duly mailed 
the same. Where however, it is permissible, either by 
statute or by contract between the parties, to give notice 
by mail, proof of actual mailing in accordance with the 
address given in the shipping order or bill of lading, will 
be sufficient. 

The sworn testimony in court of the carrier’s agent 
who deposited the notice in the mail, giving the time, 
place and manner in which the notice was given, would 
ordinarily be required to establish a prima facie case 
against the consignee for storage charges, when notice 
of arrival is required to be given. 

Freight for Part Performance of Carriage. 


Missouri.—Question: “During a recent voyage a ship 
was blown ashore at Galveston. There seems to be no 
question but what the railroad would escape liability on 
account of this being an act of Providence. One ship- 
ment which seems to have been a total loss was con- 
signed to a prepaid station and the charges were col- 
lected from the shipper. In this instance can the shipper 
demand the return of the amount prepaid on the ground 
that the service was not completed and nothing of value 
rendered to the consignee? This shipment was. going 
to a point in New Mexico, and certainly the lines beyond 
Galveston have no right to collect any portion of the 
amount prepaid. On the other hand, if the steamer is 
not obliged to pay for the value of the merchandise, it 
would seem that they should be compelled to refund the 
charges.” 

Answer: A carrier may usually demand the pay- 
ment of freight charges in advance, or, if there is a 
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different stipulation between the parties, they are de- 
mandable when the goods are ready for delivery to the 
proper party at final destination, and when the consignee 
has had an opportunity to examine the goods, to see if 
the obligations of the bill of lading have been fulfilled 
by the shipper. But if the carrier, in the course of 
transportation, meets with disaster, which disables him 
from the further prosecution of the journey, or if he is 
obligated to submit to a longer delay, and the owner is 
willing to accept a redelivery to himself of the goods, at 
the place of disaster or necessity, the original contract 
of shipment is considered as abandoned by the agree- 
ment of the parties, and a new one is implied on the 
part of the shipper, that he will pay the carrier a pro- 
portionate part of the freight. Under this general rule 
of law, as probably recognized by the Interstate Com- 
merce Commission, it also has held that it is not unlawful 
or improper to refund the charges that have been paid 
in excess of what the lawful charges on the shipment 
would have been to a transit point where something 
occurs by which the shipment is never forwarded to the 
destination point to which charges have been paid. Rule 
350, Conference Rulings, Bulletin 6. 

On the other hand, if the freight be paid in advance, 
and the goods be not carried by reason of any event, not 
imputable to the shipper, there is a failure of the con- 
sideration, and the money may be recovered by the 
shipper, unless it be otherwise agreed between the parties. 
Hutchinson on Carriers, 3d edition, Vol. 2, section 830, 
lays down this doctrine as a firmly established rule of 
law, and cites a number of authorities in support of the 
same. . 

It would naturally follow from this authority that 
the carrier of the shipment in question would not be 
entitled either to the full freight or freight pro rata 
itineris, even though the failure to carry .to original 
destination results from causes beyond the control of 
the carrier. 

+ -¢ 2 
Notice to Consignor of Consignee’s Refusal to Accept Not 
Required in “Straight” Consignments. 


I!inois.—Question: “On May 18 we made ai ship- 
ment of 10 cases to a retailer at Lansing, Mich., for 
the account of a jobber at Detroit, which shipment ar- 
rived in due time, and was refused by the consignee, but 
no notice was given to us of the refusal. Our first 
advice of the same was from the jobber at Detroit under 
date of July 27, and upon taking up with the railroad 
agent at Lansing under date of July 28, with instructions 
to return shipment to said jobber at Detroit, we were 
informed by him that shipment was sent to Detroit on 
July 18, and placed in public storage. By the time we’ 
located shipment after having been misinformed by the 
railroad agent as to which storage company goods had 
been sent, charges had accrued in the sum of $7.45. 

“Is not the railroad company compelled to notify 
shipper of refusal, and, through their failure to do so, as 
in our case, are they not compelled to reimburse us for 
all of the above charges directly incurred thereby?” 

Answer: By agreement (section 5 of the uniform 
bill of lading), the carrier obligates itself to give notice 
of arrival only to the party entitled to receive the ship- 
ment, and after 48 hours therefrom may store the same 
at the costs of the owner. 


By law, in those states where the carrier is re- 
quired to give notice of the arrival of the goods at des- 
tination, such notices need to be given only to the owner 



















































of the same, and if they are not then received by the 
owner within reasonable time the carrier holds them 
merely as a warehouseman. 

If the shipment in question was billed “straight” to 
the consignee at Lansing, Mich., he became the owner 
thereof immediately upon delivery in good order by the 
consignee to the initial carrier, and a notice to such 
consignee, or owner, or refusal by him to accept the 
shipment when tendered for delivery, is sufficient to 
constitute a legal. delivery, and to warrant a delivering 
earrier to hold them as warehouseman, subject to rea- 
sonable charges for so doing. 

Po Ba oo 
Bill of Lading to Shipper’s Order. 

Wisconsin.—Question: “We bill a great many cars 
from our plant to prepaid stations, and we would like 
to have you state whether or no, when we bill a car 
to a prepaid station and bill it to ourselves at a certain 
station, and if the car is delivered to, say, John Jones, 
or, rather, if John Jones accepts delivery, who would 
be responsible for the delivering of this car if we are 
unfortunate enough not to be able to receive the pay- 
ment as per our invoice covering this car? Would John 
Jones be forced to pay us or could we hold the trans- 
portation company for delivering this car to other parties 
than those to whom the car was billed?” 

Answer: The shipment in question is commonly 
known as an “order” consignment. The order bill of 
lading covering it is negotiable, and therefore requires 
that it shall be properly indorsed by the consignee to 
whose order the shipment is consigned, before the car- 
rier may deliver the property. If the carrier delivers 
such property to a third person, without first demanding 
a surrender of the original bill of lading, properly in- 
dorsed, and if such third person accepts and converts 
the shipment to his own use, the shipper or consignee 
may bring an action against either the carrier, for the 
full value of the property, on the ground of its con- 
version by the carrier; .or against the third party, on 
an implied contract to pay. 

. + Bo 
Charges on Shipment to Replace Previous Shipment Lost. 

Ohio.—Question: “We recently purchased three car- 
loads of material in the East, all of which arrived in 
more or less damaged condition, due to getting wet and 
rusting; the nature of the goods was such that it was 
practically impossible to clean, so we were obliged to 
refuse the portion damaged, and filed a claim on the 
basis of total loss. The terms of sale were f. o. b our 
city in carload lots, and the portion that was damaged 
amounted to not quite a half carload on all three car- 
loads, which, by the way, traveled via the same route. 
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In reordering the amount to replace the damaged goods, 


‘which we were obliged to do to complete our stock, the 


shipper would only allow us the carload rate of freight, 
which forced us to pay the difference between the car- 
load and less-than-carload rate on the shipment ordered 
to replace goods damaged. The carriers have refused 
to allow us to place claim for this difference, stating 
that they cannot legally settle on any other basis than 
invoice value of shipment in question. As we believe 
we are rightfully entitled to same, we would appreciate 
your citing us any decision whereby judgment was made 
on a case of this nature.” 

Answer: You will find the Interstate Commerce 
Commission’s views on this question expressed in a re- 
hearing of the case of Larkin Co. vs. Erie & Western 
Transportation Co. et al., 34 I. C. C., 106, published on 
page 1233 of the June 5, 1915, issue of The Traffic World. 
Also see our answer to “Tennessee,” published on page 


_ 773 of the Oct. 9, 1915, issue of that paper. 


* & . 


What Is a Trunk Line? 


Missouri.— Question: “Argument gets one nowhere, 
especially when each knows he is right. This is our 
case: What started the war was the question, ‘What 
is a trunk line? Can a small road be a trunk line?’ 
Where did the term originate? With several railroad 
men differing, you can see the argument got very lively.” 

Answer: It seems that the textbooks and decisions 
are silent on this subject. However, it is well established 
that a trunk line does not depend on the motor power 
employed or the length of its road. Its character is 
mostly determined by the nature and extent and limits 
put upon its operation by law or other wise, and by the 
character and object of its corporate creation as shown 
by its character. 

One of the best judicial descriptions that we have 
seen of a trunk line is found in the case of John Diebold 
vs. Kentucky Traction Co., Kentucky Court of Appeals, 
Lawyers’ Reports, Annotated, Book 63, page 637, in which 
the court defined the phrase “trunk line” as follows: 

“A trunk railway is a commercial railway, whose 
main line, whether operated by steam, electricity, or 
any other motive power, connects towns, cities, counties 
or other points within the state or in different states, 
and which railroad company, under its charter, or under 
the general law, has the legal capacity of constructing, 
purchasing and operating branch lines or feeders con- 
necting with its main stem or trunk line, the main or 
trunk line, bearing the same relation to its branches 
that the trunk of a tree bears to its branches, or the 
main stream of a river bears to its tributaries.” 








Docket of The Commission 


Note.—items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
fast issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. ; 

October 18—Pittsburgh, Pa.—Commissioner Harlan: 
6210—In the matter of rates on iron ore, C. L., from Lake Eri 
ports to points in Ohio, West Virginia and Pennsylvania. 
4026—W heeling Steel and Iron Co. vs. Pennsylvania Co. et al. 
6027—Pittsburgh Steel Co. vs. Lake Shore & Michigan South= 
ern Ry. Co. et al. 
October 18—New Albany, Miss.—EXxaminer McGehee: 
8037—J. U. Wicker et al. vs. St. L. & S. F. et al. 
October 18—Green Bay, Wis.—Examiner Bell: 
(. & S. 692—Class rates from Michigan and Wisconsin points. 
October 18—Columbus, O.—Examiner Brown: 
oldcamp Mill Co. vs. N. & W. R. R. Co. 


October 20—Oshkosh, Wis.—Examiner Bell: 
|, & S, 694—Lumber to C. M. & St. P. Ry. stations. 
October 20—Florence, Ala.—Examiner McGehee: 
7733—Thoele-Phillips Mfg. Co. vs. Erie R. R. Co. et al. 


October 22—Chicago, Ill.—Examiner Bell: 
3 ons S. 681—Packing-house products from Oklahoma City, 
a. 
|. & S. 684—Stopping of cars in transit to complete loading or 
to partially unload. 
October 22—Pittsburgh, Pa.—Commissioner Harlan: 
n are S. W. Ry. Co. vs. the Pittsburgh & L E. 
> ae te 


October 25—Washington, D. C.—Examiner Brown: 
8081—Charleston & Norfolk Steamship Co. vs. C. & O. Ry. 


0. et al. 
8082—Freight Adjustment Steering Committee of Charleston, 


Vol. XVI, No. 16 














*Z 


aa ao oe 


##m *2 *##> 
_ Qa 





* 











id ##pm 








* 






id 


ity, 


z or 













































































October 16, 1915 


Ss. C., vs. Cincinnati, New Orleans & Texas Pacific Ry Co. 
et al. 
October 25—Peoria, Il].—Examiner Bell: 
he Yeo = Board of Trade vs. A. T. & S. F. et al. 
. & S&S. 668—Illinois grain rates. 
oalam: 25-26—Argument, Washington, D. C.: 
7352—Traffic Bureau Commercial — of St. Joseph vs. Chi- 
cago & North Western Ry. Co. et al. 
7447—Traffic Bureau Commercial Club of Atchison vs. Same. 
mm — of ong Commercial Club of Kansas City, Mo., 
C., B. & @. BR. Co. et al. 
7461--Council Bluffs pb Club vs. Chicago & North 
Western Ry. Co. et al. 
7311—Traffic Bureau Commercial Club of Sioux City vs. Same. 


October 27—Washington, D. C.—Examiner Burnside: 
6942—Consolidated Coal Co. et al. vs. Baltimore & Ohio R. R. 
Co. et al 
October 27—Argument, Washington, D. C.: 
7869—Steamship Great Northern. 
4800—Scloss-Sheffield Co. vs. L & N. R. R. Co. et al. 
October 28—Argument, Washington, D. C.: 
6901—Andreas Gunderson vs. Gulf & Ship Island P R. 
7830—Northern Colorado Fuel Co. vs. C. W. & E. R. R. Co. 
et al 
7796—South Canon Coal Co. et al. vs. Colorado Midland et al. 
7790—American National Live Stock Association et al. vs. 
Oregon Short Line Railroad et al. 
October 29—Argument, Washington, D. C.: 
7573—F.. S. Royster Guana Co. vs. Atlantic Coast Line et al. 
October 30—Argument, Washington, D. C.* 
7736—Paducah Board of Trade vs. Illinois Central et al. 
7737—Paducah Board of Trade vs. C., B. & Q. et al. 
7738—Paducah Board of Trade vs. A. & S. Ry. Co. et al. 


November 1—Toledo, O.—Examiner Fleming: 
* 1. & S. 690—Vehicle rates from Toledo, Ohio. 
* 1, & S. 703—Live poultry classification. 


November 1—Norfolk, Va.—Examiner La Roe: 

* |. & S. 560—Rates on berries, fruits and vegetables from Vir- 
ginia and North Carolina stations to New York, N. Y., and 
other points. 

* 1, & S. 704—Fruits and vegetables from Norfolk, Va. 

November 2—Norfolk, Va.—Examiner La Roe: 

* 8186—John L. Scott vs. Cape Charles R. R. Co. et al. 


November 2—Toledo, O.—Examiner Fleming: 
* 8277—Traffic Bureau of Toledo Commercial Club vs. Ann Ar- 
bor R. R. Co. et al. 


‘November 2—Washington, D. C.—Examiner Woodward: 
* | & S 596—Rates on pig iron from Virginia furnaces. 


Nevesaey 2—Argument at Washington, D. C.: 
& S. 636—Rates on broomcorn to Cincinnati. 
700—A pplication of the Associated Oil Co. and the Sou. Pac. 
7897—LaCrosse Shippers’ 


Ann Arbor 
R. R. et al. 


by oe a Chamber of Commerce vs. B. & O. R. R. 

0. et 

7930—J. W. ies Lumber Co. vs. Morgantown & Kingwood 
R. R. et a 


Sire 3—Danville, Va.—Examiner La Roe: 
. & S. 708—Danville, Va., class and commodity rates. 
in ee 4—Argument at Washington, D. C.: 
7835—National Petroleum Assn. et al. vs. A. T. & S. F. et al. 
a Milk Exchange vs. P. B. & W. R. R. Co. 
et al. 
: se: ee" of Commerce of Johnson City, Tenn., vs. Sou. 
Ry. Co. et al. 


November 5—Argument at Washington, D. C.: 
7809—Beaver Valley Milling Co. et al, vs. A. T. & S. F. et al. 
ee of Commerce, Washington, et al., vs. P. R. R. 
0. et & 


November 5—Madison, Wis.—Examiner Fleming: 
* 7637—Gisholt Machine Co. vs. C. & N. W. Ry. Co. 


nevener 6—Argument at Washington, D. C.: 
. & S. 7i—Rates on coal and coke from points on L. & N. 
to gett on the Big Four. 
, os 321—-Rates on ena from Virginia min-= 
& S. 625—Rates on coke from Virginia points. 
U & S. 633—Rates on coal from Virginia mines. 
3771—Stonega Coal and Coke Co. et al. vs. L. & N. et al. 


November 6—La Crosse, Wis.—Examiner Fleming: 
* 6782—West Salem Canning Co. vs. C. & N. W. Ry. Co. et al. 


November 8—Detroit, Mich.—Examiner Pugh: 
* sie aera, Standish & Co. et al. vs. Mich. Cent. R. R. 
et a 


November 8—Philadelphia, Pa.—Examiner La wpe: 
* 8139—Joseph Bancroft & Sons Co. vs. N. Y. N. 
* 8229—Coates Bros. vs. C. B. & Q. R. R. Co. et r 


November 9—Philadelphia, Pa.—Examiner La Roe: 

* 8159—Keystone Plaster Co. vs. P. R. R. et al. 

November 10—Philadelphia, Pa.—Examiner La Roe: 

* 8163—Chas, K. Parry & Co. vs. LL & N. R. R. Co. et al. 

. 8243—William B. Lukens Lumber Co. vs. A. C. L. R. R. Co. 
eta 

, *10—=. 4 Du Pont de Nemours Powder Co. vs. P. & R. Ry. 
so. et a 


November 10—Milwaukee, Wis.—Examiner Fleming: 
& S, 683—Passenger ‘fares from Milwaukee, Wis. 
: tet tetteneben Western Malt Co. vs. C. & N. W. 


November 10—Minneapolis, Minn.—Examiner Pugh: 

* 1. & §. 675—Rates on lumber between points in Western 
. Trunk Line territory. 

8142—-Northern Pine Mfrs.’ Assn. vs. C. & N. W. Ry. Co. et al. 


Association et al vs. 


. & H. et al. 


Ry. Co. 
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ornare 10—Argument at Washington, D. C.: 
& S. 662—Terminal regulations at Boston. 
—— Dock and Storage Warehouse Co. vs. B. & M. 


. & S. 613—New York-Jersey City ferry rates. 


sansa 11—Milwaukee, Wis.—Examiner Fleming: 

* an Excelsior Mfg. Co. vs. C. M. & St. P. Ry. Co. 
et al. x 

* 7942—L. S. Stearns Lumber Co. vs. C. & N. W. Ry.-Co. et al. 

* 7964—Johnson Service Co. vs. Ann Arbor R. R. Co. et al. 


November 11—Minneapolis, Minn.—Examiner Pugh: 
* I. & S. 706—South St. Paul live stock switching charges. 
November 11—Argument at Washington, D. C.: 
Il. & S. 286—Wheat rates from Oklahoma to Memphis and 
other points. 
ee Chamber of Commerce et al. vs..Mich. Cent. 
eta 


6000—Federal Glass Co. et al. vs. C. R. I. & P. et al. 


November 12—New York, N. Y.—Examiner La Roe: 

* 7763—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
* 7764—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
* 7815—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 
* 7867—Palmer Lime and Cement Co. vs. P. R. R. Co. et al. 


November 12—Milwaukee, Wis.—Examiner Fleming: 

* 8068—Kindling Machinery Co. vs, C. & N. W. Ry. Co. et al. 

* 8090—MacGillis & Gibbs Co. vs. Northern Pacific Ry. Co. 

* 8109—Penahue-Stratton Co. vs. C. M. & St. P. Ry. Co. et al. 


November 12—Argument at Washington, D. C.: 
7766—C. M. & St. P. R. R. vs. Great Northern Ry. Co. 
at weenie Seating Co. vs. Grand Trunk West. Ry. Co. 
et al. 
7735—B. Frankfeld & Co. vs. N. Y. C. R. R. Co. et al. 
November 13—Duluth, Minn.—Examiner Pugh: 
* |. & S. 700—Rates on matches. 


November 13—Argument at Washington, D. C.: 
7761—Traffic Bureau of the Toledo Commercial Club et al. vs. 
C. H. & D. Ry. Co. et al. 


November 13—Milwaukee, Wis.—Examiner Fleming: 
* 8257—Rundle Mfg. Co. vs. C. & N. W. Ry. Co. et al. 
* 8262—John B. A. Kern & Sons vs. C. M. & St. P. Ry. Co. et al. 
* 7861—Same vs. Same. 
November 15—Argument at Washington, D. C.: 
7702—Galloway Coal Co. et al. vs. A. G. S. R. R. Co. et al. 
7682—Black and White River Transportation Co. vs. Missouri 
Pacific Ry. Co. et al. 
6798—Nashville Lumbermen’s Club vs. L. & N. R. R. Co. et al. 


November 15—St. Louis, Mo.—Examiner Gutheim: 
* 8083—Business Men’s League of St. Louis vs. A. T. & S. F. 
Ry. Co. et al. 


November 15—Chicago, Ill—Examiner Fleming: 
* 1, & S. 648—Petroleum rates to Joliet, Ill. 


November 15—Duluth, Minn.—Examiner Pugh: 
* 1. & S, 709—Lake and rail rate cancellations. 


November 15—New York, N. Y.—Examiner La Roe: 

* 1. & S. 644—Official Classification territory paper rates. 

* ae England Paper and Pulp Traffic Assn. vs. B. & 

. et al. 

6795—Martin Cantine Co. vs. C. H. & D. et al. 

8070—Martine Cantine Co. vs. West Shore R. R. Co. et al. 

7497—Pulp and Paper Mfrs.’ Traffic Assn. vs. A. Cc. &.-Y. 
Ry. Co. et al. 


November 16—Argument at Washington, D. C.: 
7548—Swift & Co. vs. Union Pac. R. R. Co. et al. 
7703—Swift & Co. vs. M. L. & T. R. R. & S. S. Co. et al. 
7287—United States Gypsum Co. vs. B. R. & P. Ry. Co. et al. 
7438—Niagara Gypsum Co, vs. B. R. & P. Ry. Co. et al. 


November 17—Fargo, N. D.—Examiner Pugh: 
* |, & S. 640—Rates on bananas to North Dakota points. 


November 17—Argument at Washington, D. C.: 
7176—Tennessee Copper Co. vs. Sou. Ry. Co. et al. 
7177—Tennessee Copper Co. vs. L. & N. R. R. Co. et al. 


He 


7178—Tennessee Copper Co. vs. L. & N. R. R. Co. et al 
7179—Tennessee Copper Co. vs. L. & N. R. R. Co. et al 
7185—Tennessee Copper Co. vs. L. & N. R. R. Co. et al 
7186—Tennessee Copper Co. vs. L. & N. R. R. Co. et al 
7255—Tennessee Copper Co. vs. L. & N. R. R. Co, et al 
4743—C. Pardee Works vs. C. R. R. of N. J. et al 


8124—Tanners’ Supply Co., Ltd., et al. vs. Ann Arbor R. R. 
Co, et al. 


8022—W. H. Fissell & Co. vs. B. & O. R. R. Co. et al. 


November 18—Fargo, N. D.—Examiner Pugh: 
* 7734—Fargo Foundry Co. vs. Mo. Pac, Ry. Co. 
* 7960—North Dakota Metal Culvert Co. vs. Gt. Nor. Ry. Co. 


November 18—Argument at Washington, D. C.: 
1 oe Utilities Commission for Kansas vs. A. & V. Ry. 
Oo. et a 
6228—Topeka Traffic Assn. vs. A. & V. Ry. Co. et al. 
7605—Concordia Commercial Club et al. vs. A. T. & S. F. Ry. 
Ls gp ae 3g: Commercial Club et al. vs. A. & V. Ry. Co. 
et a 
November 19—Aberdeen, S. D.—Examiner Pug 
* 7895—Traffic Bureau of the Commercial Siu of Aberdeen vs. 
Gt. Nor. Ry. Co. et al. 
November 19—Argument at Washington, D. 
* 1. & S. 606—Rate increases in Western Giassification terri- 
tory No. 2. 
November 20—New York, N. Y.—Examiner La Roe: 
* ee ae ak York Mercantile Exchange vs. B. & O. S. W. R. R. 
Co. et a 
a. 20—Argument at Washington, D. C.: 
. & S. 608—Rates on grain from Manitowoc, Wis. 
. & S. 642—New Orleans-Texas rates. 
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7101—Traffic Bureau Sioux City Commercial Club vs. Ameri- 
can Express Co. et al. 
%7612—lIowa-Dakota Grain Co, et al. vs. Ill. Cent. et al. 
November 22—New York, N. Y.—Examiner La Roe: 
* 8192—Oyster Growers’ and Dealers’ Assn. of North America 
vs. B. & O. R. R. Co. et al. 
November 22—Sioux Falls, S. D.—Examiner Pugh: 
* 8242—Nelson R. Rundall et al vs. C. & N. W. Ry. Co. et al. 


November 22—Argument at Washington, D. C.: 
1. & S. 464—Lumber rates from Helena, Ark., and other points 
to Omaha, Neb., Des Moines, Ia., and other destinations. 
6537—Anderson-Tulley Co. vs. A. & V. Ry. Co. et al. 
7939—McCaull-Dinsmore Co. vs. Great Nor. Ry. 
7425—Dallas Cooperage and Woodenware Co. vs. G. C. & S. F. 
Ry. Co. 
7726—William L. Cloninger vs. C. M. & St. P. Ry. Co. et al. 
November 23—New York, N. Y.—Examiner La Roe: 
* 8041—Bush Terminal R. R. Co. vs. N. Y. C. R. R. Co. et al. 
* 8138—American Enamel Brick and Tile Co. vs. Aberdeen & 
Rockfish R. R. Co. et al. 
November 23—Argument at Washington, D. C.: 
7575—Staten & King Hardware Co. vs, Pennsylvania Co. et al. 
7929—-Pilchner Hardware Co. vs. P. & L. E. Ry. Co. et al. 
7755—Reliance Brick and Tile Co. vs. Ill. Cent. Ry. Co. et al. 
7636—Heider Mfg. Co. vs. B. & O. R. R. Co. et al. 
"579—Storm Lake Tub and’ Tank Factory vs. Ind. Harbor Beit 
Ry. Co. et al. 
now Lumber Co. vs. Raleigh, Charlotte & Sou. Ry. Co. 
et al. 
November 24—Argument at Washington, D. C.: 
7469—State Corporation Commission of the Commonwealth of 
Virginia vs. C. & O. Ry. Co. et al. / 
7785—Hardwood Package Co. vs. New River, Holston & Wn. 
R. R. Co. et al. 
759€—Industrial Traffic ASsn. vs. B. & O. Ry. Co. et al. 


November 26—Argument at Washington, D. C.: 
7235—Trexler Lumber Co. vs. P. B. & W. R. R. Co. et al. 
7203—American Woods Corporation vs. Sou. Ry. Co. et al. 
7754—Northern Lumber Co. et al. vs. Sou. Ry. Co. et al. 
7896—West Virginia Pulp and Paper Co. vs. B. & M. R. R. 
7685—F'orest Lumber Co. vs. Morgantown & Kingwood R. R. 
Co, et al. 
8110—A. F. Kriel vs. B. & O. R. R. Co. 
November 26—Spokane, Wash.—Examiner Pugh: 
* |. & S. 711—Iron and steel articles to Spokane, Wash., and 
other points. 
* 8024—North Pacific Fruit Distributors vs. Nor. Pac. Ry. Co. 
et al. 
November 26—Boston, Mass.—Examiner La Roe: 
* 7479—Henry H. Carter vs. M. St. P. & S. S. M. Ry. Co, 
* 1. & S. 648—Coal to Rhode Island points: 
November 27—Argument at Washington, D. C.: 
* 7653—Union Lumber Co. vs. G. C. & S. F. Ry. Co. 
* 7660—A. S. Pierce vs. C. & N. W. Ry. Co. et al. 
* 7547—Theodor Kundtz vs. St. L. & S. F. R. R. Co. et al. 
* 7199—I'nited Cigar Manufacturers’ Co. vs. G. C. & S. F. Ry. 
Co. et al. 
* 7309—Providence Fruit and Produce Exchange et al, vs. M. 
St. P. & S. S. M. Co. et al. 
November 29—Seattle, Wash.—Examiner Pugh: 
* |, & S. 679—Rates on iron and steel from Pacific coast points. 
* 8167—Three Lakes Lumber Co. et al. vs. Wash. Western Ry. 


November 29—Argument at Washington, D. C.: 
7601—Andrew Bros. & Co. et al. vs. P. R. R. Co. et al. 
5441—Iowa & Southwestern Ry. Co. vs. C. B. & Q. R. R. Co. 
7916—Indiana Transportation Co. vs. G. R. H. & C. Ry. 
7791—Pitt Gas Coal Co. vs. P. R. R. Co. et al. 
December 2—Portland, Ore.—Examiner Pugh: 
* 81083—West Cohst Lumber Mfg. Assn. et al. vs. Spokane P. & 
S. et al. : 
* 8225—Astoria Chamber of Commerce et al. vs, Spokane P. & 
S. et al. 
December 6—San Francisco, Cal.—Examiner Pugh: 
* 8120—H. Moffatt Co. et al. vs. Sou. Pac. Co. et al. 
* 8145—Philip Shecter vs. Sou. Pac. Co. et al. 


December 6—Pittsburgh, Pa.—Examiner La Roe: 
* 7685—Benj. Peller vs. P. R. R. Co. 


December 10—Los Angeles, Cal.—Examiner Pugh: 
* |, & S. 652—Rates on grain to California points, 
* 8175—Byron T. Rowan et al. vs. A. T. & S. F. Ry. Co. et al. 


December 13—Los Angeles, Cal.—Examiner Pugh: 
* 8188—Cudahy Packing Co. vs. A. T. & S. F. Ry. Co. 


December 17—Salt Lake City, Utah—Examiner Pugh: 
* 8187—Nephi Plaster and Manufacturing Co. vs. D. & R. G. Ry. 


et al. 
* 8260—Nephi Plaster and Manufacturing Co. vs. A. T. & S. F. 
Ry. et al. 


DIGEST OF NEW COMPLAINTS 


No. 8305, Sub. No. 6. The Dennis Bros. Lumber Co., Inc., Prin- 
cess Anne, Md., vs. N. Y. P. & N. R. R. Co. et al. 

Against rates of $2.40 and $2.52 per ton on carload ship- 
ments of mine props from Princess Anne and Loretto, Md., 
to points in Pennsylvania. Asks for a rate of $2.10 or such 
other rate as the Commission may deem just and reasonable 
as maxima and reparation of $2,083.15. 

No. 8353. Madison (Wis.) Board of Commerce et al. vs. Chi- 
cago & Northwestern Ry. Co. et al. 

Unjust and unreasonable class and commodity rates to and 
from Madison, Beloit, Janesville, Stoughton and Watertown, 
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Wis., from and to destinations in Indiana, Michigan, Ohio, 
Kentucky, West Virginia, Virginia, New York, Pennsylvania, 
Maryland, Delaware, New Jersey, Massachusetts, Connecticut, 
Rhode Island, Vermont, New Hampshire, Maine and District of 
Columbia, by reason of the absence of joint through rates, the 
rates being made up of proportionals made up of Official 
and Western Classification rates. Ask for cease and desist 
order and the establishment of just, reasonable and non-dis- 
criminatory rates. (Correction.) 

No. 8365. The Coffeyville Mercantile Co. et al, Coffeyville, 
Kan., vs. A. T. & S. F. et al. 

Unreasonable and unjustly discriminatory rates on beans, 
canned goods, coffee, etc., from St. Louis, Peoria, Chicago, 
and points taking same rates, as decided by the Commission 
on Jan. 30, 1915, and reaffirmed under date of May 25. Ask 
for reparation. 

No. 8366. Berry Coal and Coke Co., Chicago, Ill., vs. Chicago, 
Rock Island & Pacific Ry. Co. et al. 

Against a rate of 46 cents per 100 pounds on coal from 
Chicago to Oakdale, Calif., as unreasonable, unjust and ex- 
cessive to the extent that it exceeds the 42-cent rate in effect 
from Chicago to Stockton, which they ask to have applied as 
a maxima for future shipments, and reparation to that basis. 

No. 8367. Great Western Sand and Gravel Co., South Beloit, 
Ill., vs. Chicago, Milwaukee & St. Paul Ry. Co. 

Against a rate of 2% cents on sand and gravel from South 
Beloit to Milwaukee as unduly discriminatory. Ask for the 
establishment of a maxima rate of 1% cents and reparation. 

No. 8368. Farmers’ Lumber Co., Omaha, Neb., vs. Chicago, 
Rock Island & Pacific et al. 

Against a 38,000 pound minimum on cement and plaster, 
C. L., from all points on line of defendant named in Nebraska 
to all points in Kansas as unjust, unreasonable and discrimi- 
natory. Ask for the establishment of a minimum of 24,000 
pounds. 

No. 8369. F. H. Price & Co. and R. W. Lightburne, Jr., New 
York, vs. Atchison et al. 

Alleges unjust and unreasonable time restrictions as to 
filing of loss and damage claims in the uniform export bill of 
lading as applied on shipments of flour and export flour. Ask 
for condemnation of rules and practice and reparation. 

No. 8370. Berry Coal and Coke Co., Chicago, vs. Tonapah & 
Goldfield R. R. Co. et al. 

Against a rate of 65 cents per 100 pounds on coke from 
Chicago to Millers, Nev. Asks for a rate of 61 cents and 
reparation, 

No. 8371. American Tobacco Co., New. York, vs. L. & N. et al. 

Against a through rate of 45 cents on leaf tobacco from 
Richmond, Ky., to Reidsville, N. C., as unjust and unreason- 
able. Asks for a rate of 33 cents as carried in L. & N. G. F. 
O. 2013, I. C. C. No. A12781, and Washburn’s Carolina tariff 
No. 6, I. C. C. No. 130, and reparation. 

No. 8372. The United States of America vs. Alabama & Vicks- 
burg et al. 

Against a proposed first class rating on carload shipments 
of postal cards, 26,000 pounds minimum, to all points in 
Official Classification territory and to all points beyond where 
rates are based on Official Classification ratings, to be effect- 
ive on Jan. 1, 1916, as unjust and unreasonable. Asks for a 
rating not in excess of third class. 

No. 8373. Eastern and Western Lumber Co. et al., Portland, 
Ore., vs. Ore.-Wash. R. R. & Nav. Co. et al. 

Unduly discriminatory and prejudicial carload rates on fir 
lumber and its products and on shingles from Portland and 
Bridal Veil to points in Idaho and Utah and unjust and dis- 
criminatory as compared with the rates in effect from Bend, 
Cascade Locks and Hood River. Asks for just, reasonable 
and non-discriminatory rates. 

No. 8373, amended. Eastern and Western Lumber Co. et al., 
Portland, Ore., vs. Ore.-Wash. R. R. & Nav. Co. et al. 

Makes the D. & R. G. R. R. and Bingham & Garfield Ry. 

Co. parties defendant to the above case. 


No. 8374. Torrey Cedar Co., Clintonville, Wis., vs. C. & N. W. 

Unjust and unreasonable rate and weight on shipments of 

oe aoate from Bowler, Wis., to Elkton, S. D. Reparation 
asked for. 


No. 8374, Sub. No. 1. Torrey Cedar Co., Clintonville, Wis., vs. 
C. & N. W. Ry. Co. 

Same as above with reference to shipments of cedar posits 

from Long Lake, Wis., to Porter, Minn. Reparation asked for. 


No. 8375. The United States of America vs. Sou. Pac. Co. et al. 
Against first class rate of $3 per 100 pounds gross, or 
$2.3338 net under Western Classification No. 51 on less than 
carload shipments of palin as unjust, unreasonable and ex- 
cessive. Asks for assessment of freight under the cotton duck 
rate, third class $2.20 per 100 pounds groSs, or $1.709 net, and 
reparation on that basis. 


No. 8376. Farmers’ Elevator and Mercantile Co., Wichita, Kan., 
vs. Mo. Pac. Ry. Co, et al. 

Unjust and unreasonable .charges on nut coal from Cregs, 

Okla., to Browns Spur, Kan. Asks a rate not to exceed $1.75 
per net ton and reparation. 


No. 8377. The Board of Railroad Commissioners of the State 
of Iowa vs. A. T. & S. F. Ry. et al. 

Excessive, unjust, unreasonable and unlawfully discrimina- 
tory ocean-and-rail rates against Upper Mississippi River 
cities, Dubuque to Ft. Madison, inclusive, and in favor ‘0! 
Mississippi River cities, Keokuk to St. Louis. Mo., inclusive. 
Asks for just, reasonable and non-discriminatory rates and 
that the rates on all classes to and from the Mississippi River 
cities, Dubuque to Keokuk, inclusive, and points in the Trunk 
Line territory, shall not be in excess of the rates charged to 
and from the cities Quincy to St. Louis, inclusive, and points 
in Trunk Line territory, and reparation. 

No. 8378. The Board of Railroad Commissioners of the State 
of Iowa vs. A. T. & S. F. et al. 

Same as complaint in Docket ‘No. 8377 with reference to 
lake-and-rail rates between the points named in that com- 
plaint. Same prayer. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications - 
for Changes in Ratings, Rules, Etc., 
in Classification No. 53 


The Western Classification Committee, 
R: C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 53. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transportation 
Building, Chicago, unless another locality is stated. 


WEDNESDAY, OCTOBER 27. 


Docket No. 576—11:00 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Millinery and Millinery Goods: 

Bonnets or Hats: 

Trimmed, in boxes, class D1. 

Not Trimmed (see note), in fibreboard, pulpboard or corru- 
gated strawboard boxes, meeting the requirements of 
Rule 42, class D1; in wooden boxes, first class. 

Note.—Bonnets or Hats with band or binding only will 
be taken at the rating established on Bonnets or Hats, 
not trimmed. 

(Cancels Items 11, 12 and 13, Page 244.) 
Docket No. 577—2:00 P. M. 
Description by Uniform and Ratings by 
Western Classification Committee. 
Electrical Appliances: 

Cable Terminal Boxes, with interior fittings: In boxes or 
crates, L. C. L., second class; in packages named, C. L., 
minimum weight 30,000 pounds, class A. 

Transformer Cases: Loose or on skids, L. C. L., first class; 
in boxes or crates, L. C. L., first class; in packages, loose 
or on skids, C. L., minimum weight 30,000 pounds, class A. 

Transformer Cores: In boxes or crates, L. C. L., first class; 
in packages named, C. L., minimum weight 30,000 pounds, 
class A. 

Transformers Telephone (Loading Coils): In barrels, boxes or 
crates, L. C. L., first class; in packages named, C. L., mini- 
mum weight 30,000 pounds, class A. 

: (New Items.) 


COAL CONFERENCE HELD 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Attorneys representing practically all the coal interests 
in West Virginia met in Washington October 8 to confer 
with regard to the course to be pursued by them in dealing 
with the proposals that have been made for widening the 
differential between West Virginia coal on the one hand 
and western Pennsylvania and Ohio coal on the other. As 
matters now stand, West Virginia, as a state, will join 
with West Virginia operators in opposing any advance in 
rates from that state. They will contend that if there is 
to be any change in the rates it will be proper for the 
carriers and the Commission to assume that the existing 
West Virginia rates, both lake cargo and domestic, are 
reasonable. 

Those in the conference were Z. T. Vinson, represent- 
ing the West Virginia operators generally; W. A. Glasgow 
for the operators in the Fairmount district; Francis B. 
James and E. E. Williamson for the operators along the 
Kanawha & Michigan; Mr. Lavine, the operators along 
the Norfolk & Western, and S. B. Avis, the Public Service 
Commission of the state. 

Up to this time they have nothing to work on other 
than the request of the railroads that the Commission 
suggest what the differential shall be on lake cargo coal. 
The tariffs carrying the 15-cent advance on domestic coal 
have not been filed. 

Nobody seems to have a definite idea as to when the 
first real move will be made by the railroads to carry out 
their announced intention to increase the spread between 
West Virginia and Ohio and Pennsylvania coal. The 
Ohio Public Utility Commission apparently has the whip 
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hand in that situation, but it has a state of affairs of its 
own that is sufficient to engage all its energies. 

Last June the state supreme court handed down a 
decision upholding an order of the Commission, which re- 
duced the rate on Hocking Valley coal at Toledo from $1 
to 85 cents. Inasmuch as the rate on West Virginia coal 
to the same point is $1.25, the resulting differential is forty 
cents—exactly the amount the railroads serving the west- 
ern Pennsylvania and eastern Ohio fields desire to have 
established on lake cargo and domestic coal. 

The order, however, runs only against the Hocking 
Valley railroad. The other railroads in Ohio have not 
met the reduced rate. A short time before the supreme 
court handed down its decision, the United Mine Workers 
filed an omnibus complaint against all coal rates estab- 
lished by all railroads from Ohio mines to Ohio destina- 
tions. Its officers submitted maps of the coal areas, the 
tariffs showing the rates, and then decided they had noth- 
ing more to offer “at this time.” 

Apparently the case was to die of inanition, but the 
Sunday Creek Coal Company intervened and assumed the 
burden of making a case. It, however, ships mainly over 
the Hocking Valley, of which it was once a subsidiary. But 
the rates on that road have been reduced. It came before 
the Commission asserting that inasmuch as it was obeying 
the mandate of the supreme court, it should be dismissed 
from the proceedings. No action has been taken on that 
suggestion. The Hocking Valley has the short, direct haul. 
The roads with the longer routes and those serving other 
districts have not seen fit to meet the lowered Hocking 
Valley rate. Nor have they been forced to defend their 
own rates because the complainants have submitted noth- 
ing concerning them, so the whole matter seems to be at 
a standstill. 25 

The railroad officials who asked the Commission to 
arbitrate the question of differentials assumed that the 
Ohio commission was about to order other roads to re- 
duce their rates in sympathy with the rates ordered in 
for the Hocking Valley. Otherwise there would be no 
necessity for an arbitration. 

The United Mine Workers, when they came to the 
end of their testimony, asked the Ohio commission to con- 
tinue the inquiry at its own expense, but it could not, be- 
cause it had no money. It refused to ask the emergency 
board, composed of state officials, who act while the legisla- 
ture is not in session, to borrow money for the purpose 
because the legislature had refused to appropriate money 
when the mining union officials made the request. 


Traffic officers who made the request for arbitration as 
to the lake cargo coal rates may have information that the 
impasse before the Ohio commission is about to be broken, 
but if they have, they did not communicate it to Com- 
missioners Clements and Clark before whom they ap- 
peared with their request. 


COMMISSION ON CAR SHORTAGE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Interstate Commerce Commission :has issued the 
following: 

“Informal complaints to the Commission indicate that 
the annually recurring failure of transportation facilities 
known as ‘car shortage’ is again appearing. The Commis- 
sion urges on all shippers and all carriers that close atten- 
tion to methods of loading, unloading, moving and promptly 
returning to use the cars now available will go far toward 
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making the present supply of cars sufficient for all pur- 
poses. 

“In order that the business of the country may go 
forward without interruption, the Commission urges ship- 
pers, both individually and through their associations, to 
co-operate to secure the prompt and full loading of cars 
and their prompt release. One of the chief causes of fail- 
ure of car supply in past seasons has been the unnecessary 
detention of cars by careless shippers and by shippers using 
them for storage purposes. In the general public interest, 
shippers should endeavor to release cars at the earliest 
possible moment without regard to the free time given by 
the tariffs. 

“All the efforts of the shippers will be unavailing, how- 
ever, unless the carriers also use extraordinary measures 
to eliminate all delays chargeable to them. The failure of 
car supply is usually a failure of car movement. The con- 
gestion of terminals is the ever-present feature at times 
of such failure. The Commission therefore urges car- 
riers to make every possible endeavor to improve their 
methods of operation of terminals in order that cars may 
move promptly. Also company material should be un- 
loaded with the same dispatch that is required of shippers. 

“The Commission is moved to make this appeal by its 
desire to save both shippers and carriers from the losses 
which are occasioned by failures of car supply, and by its 
knowledge that measures such as are here suggested have 
operated in past seasons to save all concerned from heavy 
losses.” 


SHORTAGE OF TRANSPORTATION 





The New York, New Haven & Hartford Railroad, Co., 
in the matter of the car shortage warning issued by 
the Interstate Commerce Commission has sent out the 
following: 

“During the last few years, from various causes, the 
railroads of the country have been unable to make such 
additions to tracks, yards, equipment and facilities as are 
now necessary to keep pace with the growth of business 
in the country. This is especially true in New England, 
and there is danger that there will not be transportation 
enough produced to meet the daily demands. The condi- 
tion of the railroads in this respect is not different from 
many other large industrial plants that have more orders 
than they can fill. 


“The danger of a shortage in transportation can be 
reduced if every user of it is very prompt and if he co- 
operates with the railroad in trying to make the best 
of a difficult situation. Shortage of trackage oftentimes 
causes us much if not more trouble than shortage of cars, 
and close co-operation between shippers and carriers will 
help prevent congestion, the result of which does harm not 
only at the particular point where it exists, but all along 
the line. 

“The New Haven management is using every effort it 
can put forth to obtain the full use of all its facilities and 
to furnish all the transportation it can, and asks the help 
of its patrons at this time when facilities in many places 
are overtaxed.” 


CAR SURPLUSES AND SHORTAGES 


The American Railway Association’s Statistical State- 
ment No. 9, giving a summary of freight car surpluses and 
shortages for October 1, 1915, with comparisons, shows: 














Vol. XVI, No. 16 


Total surplus, Oct. 1, 1915, 88,061; Sept. 1, 1915, 191,- 
309; Oct. 1, 1914, 133,382. The surplus for Sept. 1, 1915, 
includes figures reported since the issue of Statistical 
Statement No. 8. 

There is a general decrease in surplus under Sept. 1, 
1915, chiefly in Groups 2 and 4 (East), Group 5 (Southeast), 
Group 6 (Central North), Group 8 (Central), Group 10 
(West), and Group 11 (Canada), in box cars, there being 
a considerable decrease in Groups 6 and 11. There is also 
a decrease in the surplus of coal cars, chiefly in Groups 2 
(East) and 3 (Central North). 

Total shortage, Oct..1, 1915, 9,762; Sept. 1, 1915, 6,300; 
Oct. 1, 1914, 2,355. 

The shortage for Sept. 1, 1915, includes figures reported 
since the issue of Statistical Statement No. 8. 

There is a general increase in shortage over Sept. 1, 
1915, excepting in Group 2 (East) and Group 3 (Central 
North), where there are slight decreases in the shortage 
of box cars, and in Group 4 (East), where there is a de- 
crease in the shortage of coal cars. 

The figures by classes of cars follow: 





Classes Surplus Shortage 
I gadis dih Shain Btneainmane.c made 41,622 5,368 
WET Go,okin se UNS onis's bares oscas 6,993 325 
Coal and gondola ........... 16,563 3,261 
MS ho ie nase cedaencale «vane 22,883 818 

88,061 9,762 


WESTERN PASSENGER ARGUMENT 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Action in the courts, if the Commission disallows the 
advances proposed in the Western Passenger Advanced 
Rate case, was indicated in the closing of that case by 
C. C. Wright, who also had charge for the carriers of 
the western freight case, in which the Commission allowed 
a morsel, according to E. C. Lindley, who preceded Mr. 
Wright. 

“Taking the method of the protestants for separating 
the expenses and assuming that we get every cent of the 
$17,000,000 that might be possible under extraordinary con- 
ditions, our earnings from passenger business would be 
only 4.91 per cent,” said Mr. Wright. “They figure that 
if the advances are allowed, we will earn 4.14 per cent. 
That, however, is an error of computation. Correcting the 
error, our return would be but 4.02 per cent. They do not 
contend that we would get $17,000,000, but assuming that 
it would be possible, then, I say,.our return would be 
but 4.02 per cent. 

“That rate of return on property is less than the re- 
turn that would have come to the Minneapolis & St. 
Louis. In the Minnesota rate case the Supreme Court of 
the United States set aside the Minnesota passenger fares 
because, if they had been allowed to go into effect, the 
effect would have been confiscatory.” 


Mr. Wright’s declaration on that point caused a per- 
ceptible stir. His proposition is that unless the proposed 
fares are allowed to become effective, the return will be 
lower than the rate which the Supreme Court, in the 
Minnesota case, said would be confiscatory. The constitu- 
tion, Messrs. Lindley and Wright both suggested, is the 
crystallization of the public policy of the United States, 
and confiscation of property is one of the things the 
framers of the constitution were at great pains to indi- 
cate was not to be a part of that policy. 
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‘But if the Commission disallows the advances, it will be 
by one of the so-called negative orders, having the effect 
of a positive command to establish the rates now in effect, 
for a period of two years. Such an order is supposed to 
be immune from attack in the courts. The word “sup- 
posed” is used in this connection because, thus far, the 
courts have refused to go into negative orders in all ex- 
cept one case. That was in the matter of Fourth Sec- 
tion order No. 124 (Intermountain case). In that they took 
jurisdiction of the complaint of the railroads and con- 
sidered whether the Commission’ could give permission to 
depart from the strict rule of the long and short haul 
part of the Fourth Section, with a condition attached, 
namely, that the departure could not be more than the 
specified percentages, which have since been modified in 
the Schedule C commodity list. The courts also considered 
in that case whether the Commission could treat a whole 
fabric of rates as a “special case.” The law says the 
Commission may grant permission in a “special case.” The 
Commission was sustained. 


In no negative order matter has any court been called 
upon to consider the question as to whether the effect 
would be confiscatory. That is why Mr. Wright’s words 
attracted more than ordinary attention. 


Answering the suggestion of the protestants that Mr. 
Justice Hughes, sitting as a judge reversed Governor 
Hughes, vetoing the 2-cent fare bill passed by the New 
York legislature, Mr. Wright pointed out what he deems 
the essential difference between Mr. Hughes as an adminis- 
trative officer and Mr. Hughes sitting as a judge to pass 
on an allegation of confiscation. As an administrative 
officer, Mr. Hughes decided that 2 cents would not be 
enough for the service to be rendered on the short roads 
and branches of big roads in New York state. Sitting as 
a judge in the Minnesota rate case to consider an allega- 
tion of confiscation, he was governed by a different rule. 
As a judge he had to obey the rule which says that an 
equity court, in considering an allegation of confiscation 
must have clear and distinct proof before it. As a judge 
he could not give weight to the question as to whether the 
2-cent rate would be fair. 


As governor, an administrative officer, it was his duty 
to consider whether the 2-cent rate would be fair, in 
addition to considering whether it would deprive the rail- 
roads of their property. Mr. Wright said that the intima- 
tion that there was anything inconsistent in what Mr. 
Hughes did was a point well made—for the railroads, be- 
cause it allowed him to point out to the Commission that 
it is an administrative body governed by the rules that 
governed Governor Hughes and not by the rule that gov- 
erns a judge. The equity rule, in this case, simply 
strengthens the contention of the carriers because, even 
if the higher rates are allowed, he said, the return, using 
the protestants’ own basis of figuring, will be less than the 
return which the Supreme Court in the Minnesota rate 
case, Justice Hughes agreeing thereto, held would be con- 
fiscatory as to the Minneapolis & St. Louis. 


Messrs. Lindley and Wright, both devoted much time 
to an elaboration of the oarriers’ contention that, having 
shown the return on passenger traffic, as a whole, is less 
than the return condemned in the Minnesota rate case, it 
follows that the return on each unit, whether state or in- 
terstate, must be less than remunerative. They said that 
if the state commissioners wished to contend that state 
bassenger fares are more remunerative than the proposed 
interstate fares, then they should have made the issue in 
time to have it appear in the record. They did not, how- 
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ever, either at the taking of testimony or in the argument, 
except possibly by inference. 

As to the Minnesota policy, Mr. Wright said that he at 
one time thought it would be good policy to have passenger 
fares low, but that the Supreme Court in the West Vir- 
ginia 2-cent passenger fare case has said that that 
policy may not be imposed upon the railroads, therefore he 
yields the conviction he had on the subject. 

Commenting on the statement in the brief of the state 
commissions that they want “cheap” passenger fares, he 
said that Webster’s dictionary defines the word as meaning 
a price less than fair. 

“Not one of you gentlemen would dare go home advo- 
cating that freight rates be made higher so as to afford 
lower passenger fares,” said Mr. Wright turning to former 
Senator Bristow, Clifford Thorne and Chairman Mills of 
the Minnesota Railroad Commission. The latter said he 
did not use “cheap” in the sense that Mr. Wright said 
Webster defines its meaning. 


FAR EASTERN FREIGHT SITUATION 





(Consul-General George E. Anderson, Hongkong, British China 
August 5, in ‘‘Commerce Reports.’’) 

What the actual and more permanent results of the 
war in Europe upon Far Eastern freight rates are to be 
is decidedly problematical. Recent developments have 
rendered the immediate future of trans-Pacific freights 
particularly uncertain, and some of the more important 
shipping lines are modifying their services and changing 
their plans accordingly. 


As indicated in previous reports from this consulate- 
general, there has been a marked shortage in available 
tonnage in all services in the Far East since the begin- 
ning of the war in Europe. This shortage has continued 
upon practically all lines of traffic and without relief 
until within the past few months or so. With the coming 
of the slack summer season, however, notable changes 
have intervened. The first change came in a marked 
falling off in freights between the Far East and Europe, 
particularly in freights from Europe to the Far East. 
While there was enough of a demand for tonnage from 
the Far East to Europe to keep up the rates between these 
two parts of the world, the demand largely became a 
one-way call for tonnage. It was in line with this tend- 
ency in freights that the Nippon Yusen Kaisha in&u- 
gurated a round-the-world service of ships from the Far 
East to London, thence returning to the Orient by Amer- 
ica and the Panama Canal. 


Heavy Cargoes from United States, but Little Return 
Freight. 


Within the past few weeks the offering of freight 
for the United States by way of the Pacific Ocean has 
fallen off until for the present there is actually a short- 
age of freight for vessels in service in that direction. 
On the other hand, vessels from the United States to the 
Far East have more work than they can perform, and 
the shortage of tonnage on the outward voyage is almost 
as marked as it ever has been. It is anticipated that 
the offering of freight for the United States by way of 
the Pacific will again increase in October, in line with 
the usual course of this traffic, and after that time there 
will be a marked shortage of tonnage from the Far East 
to the Pacific coast. This shortage of tonnage hereto- 
fore has especially militated against trade in Chinese 
products, since most of the trans-Pacific steamer services 
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were tied up with contracts covering the shipment of 
gunny sacks from India and similar lines of traffic. 

While some of these contracts continue into the fall, 
conditions will so far change then that all lines of freight 
will probably be given a more equable share of available 
space. The Japanese shippers will doubtless be given 
preference on Japanese ships in case the shortage be- 
comes acute, just as they have been during the acute 
Shortage of the current season. 


The American Line. 


The most uncertain element in the entire situation 
is the question of whether or not the vessels of the Pa- 
cific Mail Steamship Co. will have to be taken off the 
trans-Pacific run as a result of recent legislation in the 
United States. Action so far taken by agents and others 
concerned in eastern ports contemplates the complete 
cessation of the service of five ships by January, 1916, 
and of the sixth vessel by March 4. 

The removal of these vessels from the trans-Pacific 
run will precipitate a situation of the gravest sort, in- 
volving a stoppage of practically all of the new business 
in the Far East obtained by American manufacturers 
since the beginning of the war, as well as interfering 
in a most critical way with American manufacturers 
obtaining certain raw materials in this part of the world. 
The shortage of tonnage for the fall and winter even 
with these vessels in service will be acute and serious 
and will profoundly affect all Far Eastern trade. With- 
out these vessels the situation will become simply im- 
possible. 

Japanese Service. 


One result of recent changes in the Far Eastern 
freight situation has been a change in the plans of the 
Nippon Yusen Kaisha as to its Panama service. It is 
now announced by agencies of this company that a new 
service, which includes the Tsushima Maru, Toyooka 
Maru, Takata Maru, Toyohashi Maru, Tokuyama Maru and 
the Toyama Maru—all of 7,500 tons—and.the Kanagawa 
Maru, the Tottori Maru, the Takushima Maru and the 
Wasaka Maru—all of 6,000 tons—will be established at 
once. This service proceeds on its round-the-world course 
not in the ordinary direction of from Yokohama to Pan- 
ama and thence to New York and London, returning by 
the Suez route, but for the present it proceeds from 
Yokohama by way of Hongkong to London, thence to 
New York, and then to Panama and home. 

This plan, it will be noticed, is directly in line with 
the present course of freight. The strong demand for 
tonnage from New York to Japan and the Far East for 
the oil and steel trades furnishes a basis upon which 
this service can be predicated. The present service 2f 
ships to and from Europe will serve the present ordinary 
trade to and from Europe, and this new service will 
supplement the present regular services by meeting the 
new and somewhat special demand for tonnage along 
these particular routes as developed by the war. This 
service, thus established under special and somewhat 
extraordinary conditions, will serve as the basis of the 
long-projected regular and subsidized service by way of 
Panama after the war. 

The use of British vessels by the British government 
in the movement of troops to and from India has ziven 


the Japanese lines serving that particular part of the. 


world a great advantage, and extra ships have been 
added on both the Calcutta and the Bombay runs. The 
movement of freight from India to Hongkong on these 
services has been particularly heavy during the present 
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year to date, and has contributed, in a measure, to th: 
congestion of freight in this port during that period. 
Extra ships have also been added in the Japanese service 
to Australia by way of Hongkong. Japanese trade with 
Australia is being boomed in every way possible, special 
activity being shown in the efforts of Japanese interests 
in Hongkong to get in touch with connections of trade 
in Australia which formerly were German. 


Increased Japanese Tonnage. 


In connection with the extension of these services 
the general position of Japanese shipping in the Far 
Eastern freight situation merits attention. As a result 
of the war German and Austrian ships have been re- 
moved from the trade altogether, while a very large 
share of British tonnage have been withdrawn tempo- 
rarily to meet the military requirements of the British 
government. The Japanese services, however, have been 
uniformly and largely increased. According to official 
statistics prepared at the end of March and published 
in Japanese newspapers, the number of Japanese steam- 
ers of over 20 tons was 2,128, and their total tonnage 
1,585,912. tons, of which ships over 1,000 tons numbered 
412, their total tonnage being 1,316,937. Of the total 
tonnage of 1,585,912, over 1.000,000 tons belong to the 
Nippon Yusen Kaisha, Toyo Kisen Kaisha, Osaka Shosen 
Kaisha, the Nisshin Kisen Kaisha and the Nanyo “Yusen 
Kaisha, and the rest, some_ 500,000 tons, belong to the 
Mitsui Bussan Kaisha, Mitsu Bishi and other individual 
shipowners. 

Of the vessels belonging to the individual shipown- 
ers, those capable of ocean navigation are now put on 
the ocean service, either on their own account or on 
charter, without any restriction of the government, and 
such ships are now said to amount to 280,000 tons in all. 
According to Japanese newspapers, the tonnage of the 
contracts now being carried out in the construction of 
vessels in various shipyards amounts to 280,000 tons, to 
be finished early in 1917. With this tonnage launched the 
total of Japan’s merchant marine will exceed 1,860,000 


tons. 


COMMISSION ORDERS 


A special order has been issued in Docket No. 5626, 
Grand Rapids Plaster Co. vs. Lake Shore & Michigan Cen- 
tral et al.,. denying the request of the complainant for the 
establishment of rates on plaster and other gypsum prod- 
ucts, Grand Rapids to points in Illinois and Wisconsin; 
also denying the application to amend Fourth Section Ap- 
plication No. 9193, and for the approval of rates checked 
in under the decision of the Commission, May 24, 1915, 
34 I. C. C. 202, and granting leave to introduce at the 
supplemental hearing held in Chicago, October 8, evidence 
in support of a new application for whatever relief may 
be necessary to effect the adjustment required under the 
decision to which reference has been made. 

The Indianapolis Board of Trade has been allowed 





to intervene in Docket No. 8347, Peoria Board of Trade vs. 


Atchison et al. 

By an order made public October 14, the Commis- 
sion has amended its regulations governing the transporta- 
tion of explosives as follows: “Effective ninety days from 
October 14, 1915, the date of the promulgation of this order, 
paragraph 1608 of such regulations be, and it is hereby, 
amended so that it will.read as follows: 1608. Weight 
nih chatalbioh The gross weight of a box containing more than 
one explosive projectile must not exceed 250 pounds.” 
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THE TRAFFIC WORLD 


Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and 


Other Branches of Traffic Work. Contributions Are Welcomed. 


Tue TRAFFIC 


Wor tp Will Be Pleased to Answer Inquiries Concerning Any De- 
vice or Method Mentioned in This Department 


CONVERTIBLE PACKARD TRUCK 


Biddison Brothers, proprietors of the Baltimore & 
Belair Auto Express of Baltimore, Md., have hit on an 
ingenious scheme for making a motor truck equipment 
produce the maximum in profitable service. As shown 
in the accompanying illustrations, this firm has provided 
its three-ton Packard worm-drive truck with a body so 
designed that it can be changed within a few minutes 





0.5. & D. CLAIMS AND PREVENTION 


(Paper of H. M. Conner, M. K. & T. Agent, Durant, Okla., 
read at meeting of the McAlester District Local Agents’ Asso- 
ciation at Muskogee.) 

In complying with your request for an article dealing 
with O. S. & D. matters, one can hardly avoid the danger 
of repeating what has already been said again and again 
at these meetings; and, instead of producing material 


results, this article may only add to that already vast 


PACKARD CONVERTIBLE TRUCK WITH LOAD OF MISCELLANEOUS MERCHANDISE. 


from a sightseeing or stage vehicle to one adapted for 
the transportation of general merchandise. 

The body of the car is one designed by the Baltimore 
firm and is known as the semi-panel effect. The usual 
highly finished panel body extends only about two feet 
above the loading floor of this body and the remainder 
of the effect is the typical express-body design, with 
special rigid roof supported by reinforced wood braces. 
equipped for passenger service, the body is provided 
with twelve specially designed seats, each capable of 
accommodating two persons and so arranged as to leave 
a roomy aisle through the body of the ’bus. The removal 
of the seat is all that-is necessary to convert the truck 
into a heavy-duty vehicle for general merchandise. An- 
other feature of the body is the extension of the top to 
make a weatherproof compartment for the driver. The 
Special windshield is mounted in a rigid partition, and 
curtains are provided at the side so as entirely to enclose 
the compartment. 


array of words, both written and spoken, on this subject, 
the sheer mass of which threatens to drown. the issue, 
and which, so far, represents about the only tangible 
result of our efforts at claim prevention. i 

Our meager results are not chargeable alone, how- 
ever, to the volume of words, but to the further fact 
that in too many instances the effort died with the echo 
of the speech. 

Mere verbiage will get us nowhere. 


There must be 
concrete and concerted action before any material prog- 


ress will be made. If one of us makes the assertion that 
claims must be prevented, the rest of us agree with 
him most heartily, and then decide in our own minds 
to promptly forget it when we get back home, or consign 
the issue to that inevitable scapegoat—the other fellow. 

Before any appreciable advance can be made toward 
a reduction of claim payments there is one fact whicn 
we must fix in our minds indelibly and unreservedly, 
namely, that claims are preventable and not merely neces- 








816 


sary evils incident to transportation—that claim preven- 
tion is attainable and not a mere fabrication of the mind— 
that a claim is a result, not a fixture. 

Recognizing these facts some seven or eight years 
ago, the Santa Fe began a systematized fight against 
claims, with the result that to-day their claim payments 
are the lowest of any railroad in the nation. The $200,000 
saving that the Frisco is just completing this month is 
the direct result of a united effort on the part of each 
and every employe connected with the transportation— 
from general manager to stevedore, from master mechanic 
to car repairer, from superintendent of motive power to 
engine hostler—and, singularly enough, they. worked in 
the order named, department heads first. 


Evidently whatever success we may have will be 
measured largely by the attitude of the transportation 
heads. It will cost some money; it will cost more time 
and effort and serious thought in the organization and 
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Santa Fe employe, for their’ efforts have proven that 
claims are not fixtures. 

It is not the purpose of this paper to indict the man- 
agement with delinquency or short-sightedness, and for 
any tone suggestive of that spirit it deserves and is 
granted an apology, but the policy has too long been one 
of “Millions for securing and moving traffic, but not a 


cent for claim prevention.” 

However, the foregoing interests us only in an ab- 
stract or remote sense; that which claims our immediate 
attention is the question: What can we do, as employes 
of the McAlester district, toward claim prevention? Or 
what do we need to promote this cause? We need edu 
cation, encouragement, enthusiasm. 

To this end it is urged that we immediately organize 
and maintain a permanent committee on claim prevention, 
headed by our superintendent, and composed of train- 
men, carmen and station men, whose duties shall extend 




















direction of this movement. It cost the Frisco one dollar 
for every twenty dollars they saved, which, for an in- 
vestment, compares favorably with an Alaskan gold mine. 
The meeting in Dallas, a few weeks ago, of the chief 
clerks of the different departments marks an epoch in 
the history of the Katy. If followed up and perfected 
into a permanent organization for claim prevention, it 
will establish a leadership which will not only fill a long- 
felt want, but will be followed loyally by every employe 
of this road. 

The fact that we are paying out more money to sat- 
isfy claims than any other railroad in our class, is proof 
that we still believe claims to be a part of the eternal 
fitness of things, so rooted into our entire scheme of 
transportation as to defy all efforts at dislodgement. 

Let us dissillusion ourselves—for such a view is no 
more than an illusion. It is crumbling under the per- 
sistent hammer of the Frisco Claim Preventive Com- 
mittee. Such a view finds no place in the mind of a 





PACKARD CONVERTIBLE TRUCK READY 





FOR PASSENGERS. 





somewhat beyond their filling up space on the committee. 

They should meet once or even twice a month, ride 
the local and examine cars for defects liable to cause 
claims, check the stowing of merchandise, the loading 
and unloading at way stations, the proper maintenance of 
station records and methods of handling the different 
propositions that present themselves in such varied form 
in the daily routine. 

This work should be done and should be looked upon, 
not with a view of disciplinary measures against em- 
ployes, but purely as an educational feature and for the 
accumulation of data bearing on the basic causes of 
claims, and should receive the unqualified support of 
every employe. It is time we were laying aside that 
false sense of honor which so long has prohibited us from 
disclosing conditions and malpractices only because it 
might cause a fellow employe trouble. It can be done 
in the friendly spirit of a brother’s keeper, and not be 
looked upon as a system of espionage. 
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A system of mailing cards could be used, such as the 
Frisco has, for the purpose of getting data as to condi- 
tions and practices liable to cause claims. 

Thus could be worked out in concrete form informa: 
tion which could form an excellent working basis. 

That these methods are being used successfully by 
the Frisco and other lines should fully justify us in fol- 
lowing their precedent; and the fact that we have thus 
far failed to evolve a better plan should do away with 
any false sense of pride which might deter us from using 
them. 

If we expect to get definite results, if we hope to 
succeed in preventing claims in any considerable degree, 
our action in that direction must be none the less definite; 
hence, I believe, we should respectfully suggest to the 
management, through our official body or our superin- 
tendent, that they organize and maintain a Central Com- 
mittee, composed of such heads of departments as they 
deem proper, who shall equip and direct this movement, 
affording us both moral and financial support. 

In no field within the entire scope of our transporta- 
tion system are there such possibilities as in claim pre- 
vention, and in no direction is there such urgent need 
of persistent and decisive action, and I am convinced that 
if we follow up such a course through the next fiscal year, 
beginning July 1, with a determination worthy of the 
cause and that spirit of loyalty which has always char- 
acterized Katy men, we shall in the end accomplish 
a reduction in claim payments that shall not only be 
extremely gratifying to the management, but will be the 
pride of every employe. 




























TRANSPORTING CANADA’S GRAIN 
CROP 


(Consul Henry P. Starrett, Fort William, Ont., September 1, in 
“Commerce Reports.’’) 


Now that all reasonable danger to the grain crop 
of western Canada from weather conditions has passed, 
the problem of the transportation and storage of the crop 
has become acute. Fears are expressed that lake carriers 
will be overtaxed and that storage facilities are inade- 
quate for handling the largest grain crop in the history 
of Canada. 

These views, however, are opposed by the statement 
of a reliable authority that only in the event of traffic 
congestion during the first month of the grain movement 
could there be any serious danger from inadequate stor- 
age facilities. In support of this opinion it is pointed 
out that the total elevator capacity in the West, including 
country, interior terminal, and lake terminal elevators, 
is 139,374,000 bushels, and that of the eastern district 
29,250,000 bushels, a total for all Canada of 168,624,000 
bushels. This does not take into consideration the enor- 
mous amount of grain en route in the thousands of rail- 
Toad cars now being sent to the west, and the consid. 
erable capacity of available lake steamers and barges. 

























Shipment of Export Grain. 





The first carloads of the new crop arrived at Fort 
William terminal elevators a few days ago, and it is 
Stated that within 10 days the heavy movement will be 
Well under way. There appears to be no good basis for 
doubt as to the ability of the elevator and transportation 
facilities to handle the crop, unless serious congestion 
arises at the Atlantic ports, due to lack of ocean tonnage. 

This latter point is the crux of the whole situation, 
for it is a well-known fact that for some time past there 
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has been an inadequate vessel tonnage on the coast even 
for the ordinary needs of commerce, and the approaching 
necessity for taking care of the export grain further 
complicates an already embarrassing situation. This con- 
dition has largely been brought about by the commandeer- 
ing for war purposes by the Admiralty of a considerable 
percentage of available British ships engaged in the over- 
seas trade. To relieve the situation and to insure an 
adequate food supply to the British Isles during the com- 
ing winter, it is understood here that the Admiralty pur- 
poses releasing enough tonnage to move the Canadian 
grain exports promptly upon arrival at the seaboard. 


Lake Freight Rates—Storage Charges. 


Shipping interests have suffered from very low lake 
rates during the first half of the season, grain having 
been carried from Fort William to Buffalo at a rate of 
seven-eighths cent per bushel, this being below the actual 
cost of operation. It is hoped, therefore, that the higher 
rates which will be offered from now on will more than 
compensate owners for the losses incurred during the 
earlier part of the season. The continued movement of 
ore from Superior ports to the lower lakes at 45 cents 
per ton has had its effect on the fall grain rates in placing 
the latter on a very attractive level. Latest advices 
state that grain rates for the first half of October have 
been fixed at 2%4 cents per bushel, last half of October 
3 cents, and first half of November at 3% cents, with 
probably a higher rate for the last few cargoes of the 
navigation season. The rates for winter storage of grain 
in vessels are said to have been fixed at 4 cents per bushel, 
but up to the present writing no contracts have actually 
been made for such storage. 

In conclusion, it may be stated that every available 
bottom on the great lakes may reasonably expect to be 
busy for the balance of the navigation season, and this 
with very attractive charters. 


CANAL COMPETITION 


(Financial America.) 





Since the opening of the Panama Canal for traffic 
the transportation of freight has been developed so suc- 
cessfully that its short period of operation is nearly for- 
gotten. It is, of course, the natural route for coast-to- 
coast traffic—business originating at interior points for 
coast-port destinations, and coast-port’ shipments to in- 
terior destinations. 

Between interior points of shipment and interior 
destinations, the canal lines have been limited to traffic 
which could bear the arbitrary rates between each port 
and the interior points. Trade quickly adopts a natural 
course, and conditions are soon adjusted accordingly, but 
it is surprising how rapidly and completely our domestic 
trade has sought,the canal, and the feeling of satisfaction 
of the shippers and receivers in matters of rates and 
service. 

The canal lines at this end make no effort in solici- 
tation, and very little solicitation is necessary on the 
Pacific coast, but all necessary attention is given to the 
handling of the traffic, while the rail carriers are cone 
pelled to make continuous solicitation at both ends. One 
canal lines dispatches a steamer every week each way 
and, while ships were formerly loaded with. from 9,000 
to 10,000 tons, they have recently been compelled to 


reduce the tonnage somewhat on account of safety to 
the canal by way of a lighter draught. 


Prior to this 
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and at present this line has to leave from 400 to 500 
tons on the dock from each steamer. 

Endowed with the tonnage that was originally car- 
ried in direct steamers “around the Horn,” and traffic 
that stood transshipping across the Isthmus of Panama 
and by the Tehuantepec route, at 35 days’ service, the 
Panama Canal lines turned their efforts toward securinz 
high-class traffic on the basis of through shipment and 
faster time. They then became recognized competitors 
of the rail carriers. Shipping merchandise “less carloads” 
between New York and San Francisco by rail necessitates 
at least one transfer, and from 12 to 15 days’ service, 
which is not always regular, while by the canal theiec 
is no transfer and service. has been given ranging from 
16 days to 22 days. 

Carload lots, all rail, is usually accorded through 
service, and the time is from 12 to 15 days, the same 
conditions prevailing as on “less-carload’” merchandise. 
Canal service, on the other hand, is regular and extends 
to all classes of freight, while the rail carriers do not 
accord 12 to 15 day service on commodities that bear low 
rates. For instance, on rail shipments of slate, 20 days 
from quarries to Pacific coast points is considered good 
time, but 25 days is nearer the rule, as they do not handle 
these heavy loads of low-class freight on fast merchandise 
trains. ; 

This discrimination cannot happen on the canal, as 
the low-class, heavy freight is the first in the holds. 

Up to May 1 there were three large steamship coim- 
panies operating regular schedules with about 35 steam- 
ers, comprising the American-Hawaiian Steamship Co., 
the Atlantic & Pacific Steamship Co. (W. R. Grace & 
Co.’s line), and the Luckenbach Steamship Co. Since 
then the International Mercantile Marine Co. has entered 
two Red Star Line ships, the Finland and Kroonland, in 
the canal service. These steamers also carry passengers 
to the Panama Exposition, but it is quite likely that the 
company will remain permanently in the canal trade. 


There have been a number of steamer cargoes of 
lumber and wheat from the Pacific coast by various 
steamers chartered specially. The regular steamship 


lines have taken from the rail carriers almost the entire 
eastbound movement of canned goods, dried fruit, wine, 
etc., and the railroads’ principal losses on westbound 
traffic have been pipe, wire, steel, cement, metals, drugs, 
chemicals, dry goods, pianos and general merchandise. 

During the periods when the water lines operated 
via the Isthmus of Panama and the Tehuantepec route 
at services ranging from 35 to 40 days, they made rates 
of 45 cents to 55 cents per 100 pounds on canned goods, 
and 65 cents per 100 pounds on dried fruit, against a 
rail rate of 85 cents per 100 pounds on canned goods 
and $1.10 per 100 pounds on dried fruit. When they put 
the canal schedules in effect, reducing their previous time 
by one-half, comparing favorably with rail service, they 
also reduced the canned goods rate to 36 cents to 35 
cents and dried fruit 40 cents to 45 cents per cwt. (out 
of which is paid 6 cents per 100 pounds canal toll). These 
goods are sold f. o. b. steamer, Pacific coast. On wine, the 
railroads quote 75 cents per 100 pounds, and the canal 
lines have made the rate 40 cents per cwt. The shipping 
public has been greatly benefited and naturally is strong 
in its praise for the canal achievements, as it is possible 
to ship dried fruit and canned goods back West as 
far as St. Paul and Minneapolis, including such large 
cities as Chicago, Milwaukee, Cincinnati, Cleveland, De- 
troit, Pittsburgh, etc., at a material saving under the 
all-rail rate. 
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This situation, too, makes it unattractive to any pro 
spective smaller competition in canal transportation. 

As to westbound conditions, it is to be noted thai 
the canal lines have carried steel, pipe and wire at 3) 
to 35 cents per 100 pounds. as against the rail rates oi 
80 cents. 65 cents and $1 and 90 cents, respectively. I: 
is understood that early cargo shipments of cement were 
moved as low as 25 cents per 100 pounds. Metals are 
moved from Illinois producing points via New York to 
San Francisco and short-haul interior points. 


Three of the largest piano jobbers in the United 
States are located at San Francisco, with branches t 
Los Angeles, Portland and Seattle, and purchase their 
entire stock in New York, where more pianos of all qual- 
ities are manufactured than any other place. This trade 
is using the Panama Canal at a rate of $1 per 100 pounds 
any quantity, as against a rail rate of $3.70 per 100 
pounds “less carloads,” and $2 per 100 pounds carloads. 
and the rail carriers have lost a substantial movemeni 
they had enjoyed for years. 

The heaviest loss. to the railroads westbound has 
been sustained in dry goods and cotton goods moving 
from New England, New York City, state mills, Penn- 
sylvania and the South. All the Pacific coast jobbers 
and many large department stores are shipping by the 
canal, and strongly indorse the service. They receive 
long datings on their bills, and the mills prefer to deliver 
as soon as goods are finished, so the canal meets fully 
their requirements, and thus the overland shipments are 
few and small. 

The rate on cotton goods “less carloads,” all-rail, is 
$1.88 per 100 pounds and the canal $1. Local rates ‘o 
New York from New England, New York state and Penn- 
sylvania mill points are from 21 to 30 cents per i00 
pounds, and from southern mill points 53 cents per 109 
pounds. The southern mills equalize the former mills’ 
freight rates, and the canal rate averages about $1.25, as 
against rates of $1.88 on cotton goods and $1.73 on ducks, 
sheetings, etc., saving 50 cents to 60 cents per 100 pounds, 
or $3 and more a case. One large jobber, who for years 
has shipped overland 30 carloads as well as an immense 
“less-carload’” traffic each season, shipped but two cars 
all-rail, and these cars were-knit goods manufactured in 
Wisconsin and _ Illinois. 
master of the situation on 
act 


That the canal is the 
overland traffic, and that the railroads sometimes 
paradoxically, may be seen regarding shipments of drugs. 
The rail rate was $2 per 100 pounds and the canal raie 
$1. The railroads were carrying a substantial portion of 
this traffic when for some unknown reason they raised 
this rate to $3.70 during a general advance a short time 
ago. The rail carriers lost the entire traffic and the canal 
lines have since raised their rates to $1.50 per cwt. 

The rail carriers which bear the entire loss of traffic 
moving by canal are the intermediate roads operating 
between Chicago and St. Louis to Minneapolis transfei, 
Missouri River points, Colorado and Texas gateways and 
also the Gulf steamer routes in conjunction with rail. 
The eastern trunk lines, central freight lines and southert 
roads have not been so greatly affected, as they receive 
local rates to New York City on canal business, whici 
is some reparation and should materially offset the 105% 
sustained by the decreased overland movement. 


The transcontinental roads receive local rates Dé 
tween San Francisco, Los Angeles (San Pedro), Portland, 
Seattle and interior points on canal movements, but thi 
reparation falls far short of the loss of traffic. As th 
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interior territory will be stimulated and developed in the 
course of time, the loss may finally be adjusted. 

It may be generally stated that the canal lines’ field 
of operations ‘extends to the following territories: New 
England states, points east of Niagara frontier (Buffalo) 
and Ohio River (Pittsburgh) and the southeastern states, 
viz., the Virginias, North and South Carolina, Georgia 
and Tennessee. On the Pacific side, shipping extends ¢o 
and from points as far east as Spokane, Salt Lake and 
intermountain territory. 

The railroads at present are adjusting their rates 
to preserve their interior territory, and are endeavoring 
to recover some of the traffic lost to coast and nearby 
points. The latter does not seem possible, as the canal 
will always. be an equalizer of rates, the coast and nearby 
territory virtuaily belonging to the canal lines, while 
they can invade the railroads’ interior territory materially 
with one added “arbitrary,” i. e., one rate up to or from 
port, but where the canal is limited or precluded is on 
movements from interior points to interior points, bearing 
heavy arbitrary rates to and from each port. 

When business becomes normal and peace is re- 
stored, the canal lines will still extend their field of traffic. 
There will be more steamers in the service, and new 
lines. A large steamship company formed in Boston and 
the Arrow Line of San Francisco both contemplated 
entering the canal trade, but definite action was deferred 
until conditions in general improved. Then complete ic- 
frigeration will be installed, and deciduous fruits and 
California vegetables wll be carried. 

Oregon and Washington apples were carried in large 
quantities during the past season with success, only one 
small lot arriving in poor condition by a line that was 
Citrus 
fruits, too, may be shipped by the canal, but as these 
are not handled on commission, but sold by distributors 
through auctions, it would mean new provisions here in. 
sale arrangements. 


PARCEL POST AGREEMENT 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Buiiding, Washington, D. C. 

A parcel post convention has been concluded between 
the United States and the Argentine Republic, taking 
effect October 15. It represents the successful result of 
persistent effort on the part of Postmaster-General Burle- 
son to secure a complete system of parcel exchange with 
all the countries of the Western Hemisphere. 

Of all the nations of South and Central America, 
Paraguay is the only one now without a parcel post con- 
with the United States. The agreement with 
Argentina corresponds to those in effect ‘with the other 
South American states. The limit of weight is eleven 
pounds, which is the international weight limit, and the 
postage rate from this country is the maximum rate in 
he United States domestic parcel post service, twelve 
ents a pound. Inasmuch as Argentina is one of the 
argest of the Latin-American countries, the new parcel 
service is expected to be of much commercial value to 
American exporters. 

Parcel post business between the United States and 
pouth \merican countries has steadily increased, though 
t has not yet reached the volume which might be rea- 
sonably expected. Thorough inquiries are being made 
hroug!; American consular officers in the countries con- 
erned and through American patrons, of the present 
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facilities, with a view of adopting measures to bring 
about improvements and extensions of the service. The 
most serious hindrances are delays in the delivery of 
parcels after their receipt in Central and South American 
countries, due to customs restrictions and difficulties of 
postal communication. Also in some countries delivery 
charges and custom duties often are exorbitant when 
compared with the value of the parcels. Effort is being 
made, through the postal administrations of the South 
and Central American nations to improve these condi- 
tions. 

Now, that the parcel post is practically complete in 
the Western Hemisphere, the postmaster-general will 
vigorously renew his efforts to obtain an equally com- 
plete money order system and to apply the domestic 
letter rate.throughout the three Americas. 

The expansion of the postal money order system will 
greatly stimulate the development of parcel post busi- 
ness. Money orders are now exchanged between the 
United States and Costa Rica, Honduras and Salvador 
in Central America, and between the United States and 
Bolivia, Chili, Peru and Uruguay. Negotiations for fur- 
ther extensions are in various stages of advancement. 
These overtures have generally met with encouragement, 
particularly in the cases of Argentina and Brazil. The 
varying standards by which values are computed in the 
Latin-American countries presents the greatest difficulty 
in arranging money order treaties. 

Proposals for the conclusion of postal conventions 
providing that the two-cent United States domestic letter 
rate apply to letters from the United States for each 
of the countries and colonies of the Western Hemisphere, 
and that the domestic letter rates of each of these coun- 
tries and colonies apply to letters to the United States, 
have been twice submitted to the thirty-three countries 
and colonies involved. Conventions have been concluded 
and are now in effect, providing for the reciprocal do- 
mestic letter rate, with the Bahamas, Barbadoes, British 
Honduras, Dutch West Indies and the Leeward Islands. 
Revenue considerations, growing out of the exceptional 
conditions caused by the European war, have deterred 
many of the countries and colonies thus approached from 
accepting the proposals at the present time. The post- 
master-general intends to persist, and a gradual expan- 
sion of the commercial area included in the two-cent 
postal field of the United States is probable. 


PROPORTIONAL RATE HEARING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The last of the testimony in the complaint of the 
Charleston & Norfolk Steamship Co. against the Chesa- 
peake & Ohio et al. will be taken before Examiner- 
Attorney Brown in Washington October 25. The first 
of it was taken at Charleston September 10, but the 
hearing had to be postponed through the inability of 
the complainants to complete their testimony. The car- 
riers have not put in any, as yet. 

This case is attracting widespread attention, because, 
among other things, it is the first to be brought under 
that part of the Panama Canal act which authorizes the 
Commission to establish proportional rates to and from 
the ports on traffic which “is or may be handled.” The 
Charleston & Norfolk Steamship Co. asks that the same 
proportional rates be establised to Norfolk in connec- 
tion with its line as are applied to the same points in 
connection with the rail lines handling business to Wil- 
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mington, N. C., and other points in Carolina territory, 
with which Charleston competes. 

The all-rail rates to Wilmington from the Ohio River 
and the West are made, so the carriers say, to meet 
the water competition of the rail-and-water routes through 
New York. The rail rates to Wilmington, in order to 
meet this competition, have been made materially lower 
than to Charleston. The sixth class, for instance, Cin- 
cinnati and Louisville to Wilmington, is 25 cents and 
the all-rail sixth class to Charleston is 46 cents. The 
competition from the West through New York, thence 
steamer lines to Charleston, is alleged to be of greatet? 
intensity than at Wilmington, and the petition seeks for 
the elimination of the discrimination, asserted to be 
practiced in granting more favorable rates to Wilmington 
than to Charleston. 

The steamship company, in order to effect this re- 
sult and also to engage in the handling of interstate 
traffic as a common carrier, asks the Commission to 
establish the same proportional rate, from the Ohio 
River and other points to Norfolk, in connection with 
its line, that the carriers use in making up the through 
rate to Wilmington. The complaint of the steamship 
company is supplemented filed by the freight adjustment 
steering committee alleging that the all-rail rates to 
Charleston are in violation of the third section by rea- 
son of the lower rates to Wilmington, whereas both 
points are governed by substantially the same circum- 
stances and conditions. 

It is the contetnion of the steamship company that 
it makes no difference to the C. & O. and N. & W. 
whether the traffic beyond Norfolk is handled by the 
rail or water lines. But the point is made that whether 
it does or does not make a difference, the law requires 
them to make proportional rates, without discrimination, 
between carriers. The law has been strengthened since 
the Commission decided the Flour City case, it is pointed 
out, and it is now the duty of the Commission to pre- 
proportional rates that will result in neither 
rates nor, affect discrimination between 


scribe 
discriminatory 
carriers. 

Charles 
justment steering 
the Charleston interests 
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YELLOW PINE ADVANCE RATES 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Dp: Cc. 
Arguments were made on October 14 in I. and S. 
No. 619, in which the carriers propose to advance rates 
on yellow pine from northern Louisiana and southern 
Arkansas to Baltimore, Philadelphia and other eastern 
cities by two cents per 100 pounds, by Frank W. Gwath- 
mey, representing the carriers, G. F. Thomas, the Cros- 
sett Lumber Co., and Robert H. Kelley, the Tremont 
Lumber Co. 
The railroads assert that the rates from that part 
of the two states, and especially. from points on the 
Arkansas, Louisiana & Gulf and the Tremont and Gulf 
have been too low. The latter is one of the so-called 
tap lines, but it has been separated from the Tremont 
_Lumber Co., which, in the arguments, appeared among 
the protestants. Mr. Kelley said that the carriers pro- 
posing to advance the rates have not yet met the re- 
quirements of the Commission directing them to make 


Washington, 
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section 15 allowances to shippers furnishing facilities. 
He said that if the carriers would route the traffic in the 
natural way to Baltimore, that is, through Potomac Yards, 
and not insist on the Cincinnati gateway for lumber con- 
signed to Baltimore, there would be no fourth section 
violations and no necessity for adjusting rates by raising 
them. - 

Mr. Gwathmey, in reply, said the Commission had 
approved rates to Buffalo-Pittsburgh territory one cent 
lower than the rates proposed for longer hauls, thereby 
furnishing a test for the reasonableness of rates pro- 
posed in the tariffs filed by the Vicksburg, Shreveport 
& Pacific. which were under attack. 


EXPORT GRAIN RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

Argument was heard October 13 in the Export Grain 
Rate case, in which carriers are undertaking to increase 
the rate on grain from the West three-tenths cent per 
100 pounds, and on grain products two-tenths, so as to make 
an increase of a whole cent from the basis that prevailed 


before the decision in the Five Per Cent case. 


The subject was discussed, on behalf of the shippers, 
by W. M. Hopkins, speaking for the Western Elevator Co.; 
J. Raymond Hoover, representing Herbert Sheridan of the 
Baltimore grain interests, and H. J. Campbell of the Chi- 
cago Board of Trade. The shippers showed division that indi- 
cated that they are more interested in the relationship of 
rates than in the rates themselves. Mr. Hopkins said his 
clients protest against the advances from Manitowoc be- 
cause they are more than from Chicago. The Baltimore in. 
terests protest against the favors they say have been 
shown to Chicago and support Milwaukee in what is known 
as the break-bulk case, in which Chicago is growling 
against Milwaukee because two roads serving that city 
make rates across the lake one cent lower than rates 
from Chicago, 

All, however, agreed in opposing the proposed advance 
because it would destroy the relationship that has existed 
in rates between the Atlantic and the Gulf ports. No pro- 
posal has been made to advance the Gulf rates. M. P. 
Calloway, who spoke for the roads proposing the advances 
because Mr. Reath of the Norfolk & Western, which is in 
Official Classification territory, is the chairman of the com- 
mittee in charge of the defense. Mr. Calloway, who is 
usually known as an authority on southern cases, mani- 
fested the utmost familiarity with the new situation with 
which he was dealing. He said the eastern carriers have 
no control over rates to gulf ports; they wish the gulf 
rates would be put up, but regardless of whether they are 
or are not, they want to advance them to Atlantic ports. 
He quoted a handful of decisions of the Commission, say- 
ing it has no authority to deal with a question of rela- 
tion of rates, in which the carriers involved are so distinct 
from each other as they are in the trade to Atlantic and 
to Gulf ports. He cited the Memphis burlap, Mobile 
molasses and Port Arthur grain cases with particular 
emphasis. 





CHANGE IN DOCKET. 

The hearing in I. & S. 688, class rates to Iowa points, 
set for hearing October 15, at Dubuque, Ia., before Ex 
aminer Bell, has been postponed to a date to be hereafter 
fixed. 
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This department is conducted by a traffic man of 
long experience and wide knowledge. In it he will an- 
swer questions relating to practical traffic problems. We 
do not desire to take the place of the traffic man, but to 
help him in his work. We reserve the right to refuse 
to answer any questions that we Judge it unwise to 
answer or that involve situations that are too complex 
for the kind of investigation contemplated. Questions 
will be answered as promptly as possible. No answers 
will be given by mail. 

Address ‘Help for Traffic Man,” The Traffic Service 
Bureau, 418 S. Market St., Chicago, lil. 


te Reduction of Rates. 


Q. I handle a commodity on a narrow margin of 
profit to me, which moves on a low basis of rates. From 
information furnished me, there is within several states, 
including New York state, the same general basis on this 
commodity. However, there are a few points at which 
I could sell if the rates thereto were a little less. What 
can I say to the carriers in an application for reduction 
to the points I wish to ship to, that would help me? 

A.—The peculiarity of this query is that our corre- 
spondent would apparently undertake to do an unwise 
thing for himself in that he would change the basis of 
rates to a few points, simply to satisfy his personal in- 
terest, because, as we see it, his commodity cannot be 
moved on the present rates, probably on account of dis- 
tance. It is our opinion that both shipper and carrier 
should join in the protection of an adjustment in its 
entirety, rather than attempt to influence the movement 
of traffic between a few specific points by reductions in 
rates. An advantage in rates to-day to one or more ship- 
pers or localities, brought about as you propose, is gen- 
erally speedily followed by other applications for reduc- 
tions. 

It would be poor traffic management, if not in the 
nature of a discrimination, for the carriers to grant your 
application if the points to which you desire to ship are 
in line with other points. 


Demurrage Charges. 


Q.—Car is placed on a siding for delivery. After it 
has been held three days, the car is ordered to another 
firm, and the regular switching charge is paid. How 
much free time is allowed the transaction of this kind, 
24 or 48 hours? Carriers interested insist that the clause 
covering “cars held for orders” governs. We contend, of 
course, that cars were not held for orders, but were held 
for unloading, and that under such conditions 48 hours’ 
free time should be allowed for the unloading privilege, 
for had the car been unloaded and again reloaded a total 
of 96 hours would have been given, 48 for unloading and 
48 for reloading. 


A.—All reconsignment or diversion tariffs are made 
Subject to established demurrage rules and charges, and 
tariffs publishing the latter rules and charges provide that 
twenty-four (24) hours (one day) free time will be allowed 
when cars are held for reconsignment or reshipment in 
the same car. 

In our opinion when car which has been placed on 
Siding for deliv@éry is ordered to another firm located on 
another siding in the same city or town, the result is a 
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“reshipment” just as clearly as if the shipment was 
ordered to another city or town; hence any delay be- 
yond twenty-four hours (one day) on the siding where 
original delivery was made would be subject to usual 
demurrage charges. 


Application of Rates. 


Q.—A shipper makes a shipment from “A” to “D.” 
Av the time a commodity rate exists between “A” and 
“B” and “A” and “C”, “B” and “C” being points situated 
a few miles beyond “D.” The tariff headed “Application 
of Commodity Rates at Intermediate Points” reads, under 
rules governing: 

“All stations from which this tariff applies are speci- 
fied herein. To any point of destination to which a 
rate on a specific commodity is not named in this tariff, . 
but between any two points of destination to which rates 
are named on the same commodity, the rate on such 
commodity to such intermediate point will be the same 
as to the next more distant point to which rate is named.” 
In other words, from “A” to any point between “B” and 
“C” the rate would be the same as “C,” the most distant 
point. 

Title page of tariff reads: “By authority of rule 77 of In- 
terstate Commerce Commission Tariff Circular 18-A, these 
rates are not made applicable from or to all intermediate 
points. Upon reasonable request therefor rates will not 
exceed those in effect and specifically published in this 
tariff from or to the next most distant point on the same 
railroad will, under authority granted by the Interstate 
Commerce Commission, be established from or to any in- 
termediate point hereunder upon one day’s notice to the 
Commission and to the public.” 

I show by letter the different points, and ask that 
you state whether this “one day’s notice” applies to 
“D,” the point between “A” and “B.” A.—D.—B.—C. 

A.—Yes. Following is quoted portion of amended 
rule 77 (adopted Jan. 12, 1914) as per supplement 4 to 
I. C. C. Tariff Circular 18-A: 

“Tariff should not contain columns of unnecessary 
rates, and it is undesirable to require posting of large 
numbers of tariffs at points from which no shipments 
are likely to move. Therefore, until further ordered, 
carriers may file tariffs containing commodity rates ap- 
plicabie from known points of production or to known 
points of consumption without making such rates applica- 
ble from or to all intermediate points. Each such tariff 
shall bear on its title page the following notation: 

“*By authority of rule 77 of Interstate Commerce Com- 
mission Tariff Circular 18-A, this tariff (these rates) is 
not (are not) made applicable from (or to) all inter- 
mediate points. Upon reasonable request therefore rates 
which will not exceed those in effect from (or to) more 
distant points will, under authority granted by the Inter- 
state Commerce Commission, be established from (or to) 
any intermediate point hereunder upon one day’s notice 
to the Commission and to the public. 

“In the observance of the foregoing tariff provision 
carriers may on one day’s lawful notice to the Commis- 
sion and to the public extend the application of the rates — 
shown in the tariff by establishing commodity rates from 
or to intermediate points which do not exceed the rates 
from or to the more distant point on same line or route, 
provided no increase is thereby made in any existing rate 

or charge.’ ” 
fron Wire from Muncie. 


Q.—Under date of Oct. 1, 1914, there was shipped 
from Muncie, Ind., to DeQuincy, La., an L. C. L. shipment 
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of plain iron wire in coils, on which charges were assessed 
at destination on basis of fourth class rate of $1.06 per 
cwt., as published in Southwestern Lines’ Tariff No. 58-I, 
F. A. Leland’s I. C. C. No. 1037. 

- We figure that the correct rate to apply is fourth 
class, or 17 cents per cwt. from Muncie, Ind., to East St. 
Louis, plus the proportional rate of 70 cents from East 
St. Louis to DeQuincy, La., as published in item No. 5414 
on page 303 of Southwestern Lines’ Tariff No. 58-I, F. A. 
Leland’s I. C. C. No. 1037. - 

A.—Proper rate is through fourth class rate of $1.06 
per cwt., this in accordance with rule 55, I. C. C. Tariff 
Circular 18-A, which provides that the through joint rate 
must be used in preference to the combination of the 
intermediate locals. By reference to page 48, Southwest- 
ern Lines’ Tariff 58-I, whereon is displayed differentials 
from defined territories to be used in ccnjunction with 
rates from St. Louis, it will be observed that these dif- 
ferentials are restricted and cannot be used in conjunuc- 
tion with the rate of 70 cents shown in item 5414, page 
303, of Tariff 58-I, from East St. Louis to DeQuincy, La. 


RAILROAD REVENUES 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

A summary of operating revenues and expenses, for 
August, made public on October 13, shows an increase 
in the operating revenue for the whole country from 
$258,002,000 to $263,620,000. The operating expenses fell 
from $173,107,000 to $168,758,000, so that the operating 
revenue rose from $84,895,000 to $94,861,000, or from $392 
to $345 per mile. For the two months of the fiscal year 
the operating revenue rose from $504,948,000 to $513,- 
774,000, or from $737 to $824 per mile. 

In the eastern district the rise in the operating reve- 
nue was from $117,653,000 to $122.225,000, while the ex- 
penses declined from $79,490,000 to $77,816,000, causing 
the net to rise from $38,173,000 to $44,408,000, or from 
$661 to $767 per mile. 

In the South the operating revenue fell from $36,- 
284,000 to $36.112,000, while the expenses fell from $26,- 
844,000 to $25,072,000, causing the operating revenue to 
rise from $9,439,000 to $11,039,000, or from $235 to $275 
per mile. 

In the western district the operating revenue rose 
from $104,064,000 to $105,282,000, while the expenses fell 
from $66,781,000 to $65,869.000, causing a rise in the op- 
erating revenue from $37,282,000 to $39,413,000, or from 
$314 to $329 per mile. 

In the eastern district the net per mile for the two 
months of the fiscal year rose from $1,220 to $1,455; in 
the southern district it rose from $460 to $522, and in 
the western from $595 to $620. 


SHIPMENTS OF LIQUOR 


THE TRAFFIC SERVICE NEWS. BUREAU, 
Colorado Building, Washington, D. C. 


Assistant Attorney-General Warren has filed in the 
Supreme Court of the United States a brief for the govern- 
ment in the case of United States vs. Joe Freeman, involv- 
ing novel points in the construction of the statute passed 
in the Sixtieth Congress, penalizing C. O. D. and unlabeled 
shipments of intoxicating liquors from one state or a 
foreign country into another state. 

The defendant, residing in the prohibition state of 
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Kansas, had shipped to him from Joplin, Mo., six unlabeled 
trunks containing a quantity of intoxicating liquor. He 
was indicted in the United States District Court for Kan- 
sas, but the court there sustained a demurrer to the in- 
dictment, holding that the offense was complete in the 
State of Missouri, where the unlabeled trunks were de- 
livered to the railroad company, and that it could be tried 
only in that state, 

The government has appealed on the ground that the 
shipping of the unlabeled packages is a continuing offense 
and may be punished either in the “wet” state, where they 
are delivered to the carrier, or in the district in the “dry” 
state, where they are delivered to the consignee. It relies 
in part to support this contention on that portion of the 
statute which forbids the shipment of such packages 
from.foreign countries into the United States, which would, 
of course, be entirely negatory if the offense could only 
be punished in the place where the liquors were delivered 
to the railroad company or other carrier. 

Another ground of appeal is that a person residing 
in a “dry” state may cause such illegal shipments to be 
made to him from a “wet” state, by transmitting an order 
by mail or otherwise, and that having initiated the offense 
in the “dry” state he may be punished there. 

It is believed that a favorable decision in the case 
will go far towards breaking up the rather common prac- 
tice of shipping intoxicating liquors in unlabeled or falsely 
labeled trunks, cases, coffins, and other unusual receptacles, 
into the prohibitory states, since the persons ordering such 
shipments could then be punished in those states, where 
public sentiment naturally would inspire greater zeal among 
the officers of the law than in the “wet” states, where the 
liquor traffic is looked upon more favorably. 


EQUIPMENT OF CARS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Another fight is to be made by shippers to force the 
railroad companies to equip their cars so that when they 
are turned over to them they will be in condition to load 
the minimum weight carried in the tariffs without caus- 
ing the shipper to expend any money in putting them into 
shape. The fight is being made by the Continental Can 
Co. and others in their complaint against the B. & O. and 
others. Charles Conradis and Arthur B. Hayes have filed 
a brief in that complaint in which they have narrowed the 
issue so that it is defined in the following: 

“The contention narrows down to this one point, which 
is really the issue in the case, and that is that the use of 
grain doors in the carload shipment of tin cans in bulk 
is necessary in order— 

“First, to allow smaller cars to be loaded to the mini- 
mum required in the tariffs; 

“Second, to allow others cars to be loaded in excess 
of the minimum, thus increasing the revenue per car to 
the carriers, and 

“Third, to minimize damage claims which would re- 
sult to the carriers should cars be loaded to minimum 
capacity without such doors. 

“Hence, an allowance for grain doors is a reasonable 
regulation.” 

The railroads, when asked to provide bulkheads and 
grain doors, usually answer that the shipper can avoid 
furnishing them by crating his cans, if he,is shipping that 
commodity, or by sacking his wheat if that is the com- 
modity he desires transported. 
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The point made in the can case is that it is physically 
impossible for the shipper to load the minimum mentioned 
in the tariffs for the small cars unless he goes to an 
expense which amounts to an addition to the rate. The 
trade demands loading in bulk. The carrier knows that 
and gives the shipper the alternative of putting the car 
into condition, or of paying for space that cannot be filled. 

In the Arlington Heights Fruit Case the Supreme Court 
laid down the rule that neither carrier nor shipper may 
insist on a form of.service that is expensive and the cost 
of which is ultimately borne by the consumer. 


COMMISSION ORDERS : 


The Commission has issued an order reopening 
Docket No. 6776, Lehigh Portland Cement Co. vs. B. & O. 
S. W. Ry. Co. et al., for further hearing. 

The petition of the protestants for rehearing in I. 
and S. 569 has been denied. This case involves rates on 
coal from mines in Alabama, Illinois, Kentucky and Ten- 
nessee to Memphis and other points, and the petition 
was filed by the Ohio Valley Coal Operators’ Association. 

An order has been issued permitting the Union Sand 
Material Co. to become an intervener in 8294, the Mar- 
quette Cement Mfg. Co. vs. C., R. I. & P. Ry. Co. et al. 

The effective date of the Commission’s order of 
March 22, 1915, in Docket No. 4101, Memphis Freight 
Bureau et al. vs. St. L., I. M. & S. et al.. and that por- 
tion of Fourth Section Application No. 461 involving the 
same proceeding, has been further modified so as to 
extend the effective date from Nov. 15 to Jan. 1, 1916. 








This is the second extension in this case, the order in 


which was originally made effective June 15. 

The Commission has further extended the date of 
I. & S. No. 662 to April 18, 1916. This investigation covers 
“Terminal Regulations at Boston,” on which hearings will 
be held in the near future. 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


Young man of sober and temperate habits, twenty- 
five years of age, single, genial disposition, and a good 
mixer, desires position as TRAVELING or SOLICITING 
FREIGHT AGENT. Seven years’ experience in freight 
agencies at competitive points, four years of same as 
soliciting and local freight agent with present employers. 
Familiar with rates, routes, etc., and a general or working 
knowledge of all matters pertaining to traffic work. 
Desires a change on account of future advancement with 
present employers obstructed by nepotism. Giltiedge 


reference. A. D. 191, care The Traffic World, Chicago, Ill. 
Ill. 








High-grade man as TRAFFIC MANAGER for large 
industry. Fully equipped as to all requirements covering 
rates, transportation and legal matters. Long and inti- 
Inmate association with leading traffic officials. At present 
em loyed in executive capacity. O. G. 58. The Traffic 
World, Chicago, Il. 
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~WANTED—GENERAL BOOKKEEPER for a class Il 
railroad, where the accounts and records are kept in 
strict conformity with the texts of Interstate Commerce 
Commission. He must be a mature man of extensive 
bookkeeping experience (not necessarily a railroad book- 
keeper, if amply experienced in other lines); must he 
of correct habits, energetic, have at least a high-school 
education, write a free, neat hand, be of unqualified 
commendable record, willing to live in a small, though 
healthful, town, with school and churches; must be 
pleasantly amenable, though not humble, to the direction 
of a superior. 

Make application in your own writing, stating fully: 
(a) The uames and addresses of your immediate superi- 
ors, the dates and length of service, the scope of the 
work which you did, and the reason you left each position 
which you have ever held; (b) the reason you think 
you want this position, your age, the size of your family 
and the amount of salary which you have been getting 
in the positions you have held and the amount of salary 
you expect if offered a place with us; (c) give a full 
narrative statement of your experiences, saying all the 
things about yourself which you consider discount your 
efficiency, as well as the good qualities. Address “Auditor” 
44, care Traffic World, Chicago, Il. 





WANTED—Position as INDUSTRIAL TRAFFIC MAN- 
AGER by expert traffic man and accountant. Now treas- 
urer and traffic manager corporation having quarter 
million dollar annual freight bill; shipment two thousand 
ears. Thoroughly familiar with I. C. C. and court deci- 
sions, rate situation throughout U. S. Former secretary 
to railroad president. Can furnish high-class references 
and good reason for change; 28 years of age, married, 
strictly temperate. Z. E. 36, care The Traffic World, 
Chicago, Ill. 


SS 

Position as TRAFFIC MANAGER, by married man, 
30 years of age. Competent in traffic affairs, wide ex- 
perience, large aequaintance among railroad traffic 
officials. Capable in operating capacity, proficient in han- 
dling claims to quick settlement. Can organize a de 
partment that will save you money. Now employed by 
large steam road organization. Will locate anywhere; 
familiar all territories. P. K. 64, The Traffic World, 
Chicago. 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 















Do Business b Mail 


Start with accurate lists of names we | Meirson solidly. 
Choose from the following or any ethers desired. 





Apron Mfrs. Wealthy Men Fly Paper Mfrs. 
eese Box Mfrs. Ice Mfrs. Foundries 

Shoe Retailers Doctors Farmers 

Tin Can Mfrs. Axle Grease Mfrs. Fish Hook Mfrs. 


Druggists Railroad Employees Feather Duster Mfrs. 
Auto Owners 


Contractors Hotels 
Our complete book of mailing statistscs on 7000 classes 
of prospective customers for the asking. You need it. 
Ross-Gould, 822P Olive Street, St. Louis. 


Ross-Gould 


Mailing : 
RestS St.Louis 








PERSONAL NOTES: 


B. J. DeGroodt, assistant general freight agent for the 
Chicago Great Western Railroad Co., never worked for 
any other railroad. He entered its service at the age 
of eighteen, as operator at Austin, Minn., in October, 
1894. After filling various positions as agent and op- 
erator at a number of smaller stations, he was appointed 
agent at Rochester, Minn., in May, 1903. In October, 
1905, he was appointed agent at Red Wing, Minn.; Feb- 
ruary, 1907; appointed agent, Des Moines, Ia.; May, 
1969, appointed commercial agent, Des Moines, Ia.; 
April 1, 1910, appointed division freight agent northern 
division, with headquarters at Red Wing, Minn., in 
charge freight traffic branch lines; July, 1912, jurisdic- 
tion of territory increased to cover the entire north- 
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B. J. DEGROODT. 


ern division, including main line St. Paul to Oelwein, 
Ia., and branch lines; appointed assistant general freight 
agent, Omaha, Neb., Aug. 1, 1915. He was born Feb. 
15, 1876, making him 40 years old on the 15th day of 
February next. 

C. C. Cochlan has been appointed district freight agent 
at Detroit, Mich., for the Canadian Pacific Railroad to 
succeed E. Olson, resigned. 

R. F. Hill has been appointed assistant general freight 
and passenger agent of the Toronto, Hamilton & Buffalo 
with office at Hamilton, Ont. 


H. G. Dowling is appointed commercial agent of the 
Atlanta, Birmingham & Atlantic Railroad, at Waycross, 
Ga., vice O. M. Williams, resigned. 

C. E. Schaff, receiver of the Missouri, Kansas & Texas, 
announces the appointment of C. Haile, vice-president in 
charge of traffic, chief traffic officer. 
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G. M. Bowman, commercial] agent at Cincinnati, Ohio, 
for the Chicago, Milwaukee & St. Paul Ry., has been 
transferred to Duluth, Minn., in the same capacity. 

O. H. Schuman is appointed traveling freight agent of 
the Monon at Grand Rapids, Mich., vice W. G. Trapp, who 
has received indefinite leave of absence on account ill 
health. 

The Colorado & Southern Railway Co. announces that 
on and after October 12 H. A. Johnson, whose title here- 
tofore has been general freight and passenger agent, will 
have the title of traffic manager. 

Edward F. Lee, soliciting freight agent of the Western 
Maryland at Baltimore, Md., has been appointed commer- 
cial agent with office at Baltimore, succeeding C. B. Oakley, 
who has been transferred to St. Louis. 

E. W. Grice, assistant to the president and in charge 
of the transportation department of the Chesapeake & 
Ohio Ry., with office at Richmond, Va., has been appointed 
to fill the newly created office of superintendent of trans- 
portation. 

The Union Pacific System announces that Elmer H. 
Wood, having retired from long and honorable service 
with the company, has been placed on the pension roll, and 
the office of freight traffic manager, Union Pacific Rail- 
road Co., is abolished. ‘ 

The Cincinnati, Hamilton & Dayton Railway Co. and 
the Baltimore & Ohio Southwestern Railroad Co. announce 
that P. D. Freer is appointed division freight agent, Chilli- 
cothe, O., vice N. G. Spangler, resigned to engage in other 
business; H. E. Warburton is appointed division freight 


-agent of the C. H. & D., Dayton, O., vice Mr. Freer, 


promoted. 
The Georgia Southern & Florida Railway Co. an- 


nounces that, effective October 15, W. McG. Brooks is ap- 
pointed traveling freight agent at Miami, Fla., vice J. C. 
Lettice, resigned. Effective October 15, H. L. Peters is 
appointed soliciting freight agent, Jacksonville, Fla., vice 
Mr. Brooks. 

The New York, New Haven & Hartford Railroad Co. 
and the Central New England Railway have made the fol- 
lowing changes in their General Freight Department: F. P. 
Kinney has been appointed assistant general freight agent, 
with headquarters at New Haven; A. M. Purdy, D. F. 
Collins and J. S. Dunne have been appointed traveling 
freight agents with headquarters at New York City; 
Stephen H. Huggard appointed soliciting freight agent, 
with headquarters at Brooklyn, N. Y.; F. T. Smith ap- 
pointed traveling freight agent with headquarters at Bos- 
ton; E. C. Farnum appointed traveling freight agent, with 
headquarters at Providence; R. E. Simmons appointed 
traveling freight agent, with headquarters at Worcester; 
H. M. Morrill appointed traveling freight agent, with head- 
quarters at Springfield; F. G. Griffiths, traveling freight 
agent, will have headquarters at Poughkeepsie, N. Y.; 
F. B. Fitzgerald, soliciting freight agent, New York, will 
have title of traveling freight agent; F. P. Kinney, the new 
assistant general freight agent, has been with the com- 
pany twenty years, most of which time he has been in 
the freight department. Eight years ago he was chief 
clerk to the position to which he has just been appointed. 
He was born in New Haven, October 31, 1866. 


DOINGS OF THE TRAFFIC CLUBS 








Edward E. Gore, of Barrow, Wade & Guthrie Co., 
and chairman of the executive committee of the Chicago 
Association of Commerce, will be the speaker at the noon 





Oct 


Pri 
Dai 
Del 
Fre 
ance 
The 


Eco 
Sen 
Dur: 
Dep 





17 & 













October 16, 1915 THE TRAFFIC WORLD 825 

















































hio, 
* 
een 
Safe Arrival of Your Goods Assured 
at Use a Container That Has Survived Every Test for Two Thousand Years 
i! || The Slack Barrel In Two Sizes 
hat Practically Eliminates The Whole Barrel Will 
my et meine Pap Contain, of Various 
, elivers Your Goods in ‘ine 
will Fresh, Prime Condition Commodities, 
and Keeos Them Approximately 200 
ern That Way. Pounds. 
ner- Dust The Half Barrel. 
ley, Dirt (Something New.) 
Germ jer Convenient Size. 
irge oan ~~ Strongly Built. 
on Economical Easy to Handle, 
‘ Sensible Inexpensive, 
ited Durable oa = ee ea = Sanitary. 
ans- Dependable iil Capacity, 100 Pounds. 
he Our Slack Barrels Preserve the Contents 
a Were there nothing else to recommend it, the sturdy, re-|and shippers. Chiefly, these are the ability of such pack- 
oa liable qualities of the properly built slack barrel should — — and be erg poe sl ped ora mag psn age 
- : ° ° an & s 
strongly appeal to the shipper and convince him that it is at the same time protect the contents from deterioration 
_ an ideal container for the transporting, and afterward and from being contaminated by surroundings. Also, that 
keeping in stock, of many commodities intended for human | when used as containers of food articles, in stores, our bar- 
= consumption and for utility purposes. rels effectively exclude foreign matter, odors, vermin, 
nilli- : : rodents and all forms of outward attack to which eatables 
ther But there are sanitary features of the slack barrel which constantly are exposed. 
: heretofore have not been given sufficient consideration, 
ight and which should greatly concern consumers of food prod-| We can and will help you to solve some of your package 
reer, ucts and merchants, as well as the carrying companies |and shipping problems, if you will write us. 
208 South LaSalle Street 
an- J. D. HOLLINGSHEAD COMPANY, CHICAGO, ILL. 
; ap- 
ee 
Ss is 
vice 
. fol- 
Yr. ¥. 
, We Lease All Steel Modern Tank Cars to rs of Liquid Freight 
zent, 
2. 
ial TERMS REASONABLE 
pty 
_ KEITH CAR COMPANY 
Bos- Peoples Gas Building CHICAGO, ILL. 
with 
inted 
ster; 
nead- 
eight a 
5 ee 
“i f) Lhe German American Car Co. 
Ww . e . 
“a General Offices, Harris Trust Building, Chicago 
com 
mn in 
ae Tank Cars L d for All C diti 
sae: an rs Lease or ommodiiues 
We Build New Tank Cars Rebuild Old Tank Cars 
3S Eastern Office: Pacific Coast Office: Plants at 
17 Battery Place 24 California Street Warren, Ohio East Chicago, Ind. 
Co New York San Francisco Sand Springs, Okla. 
icago 


As a Friend of THE TRAFFIC WORLD, please Mentlon the paper In writing to advertisers. 





826 


luncheon of the Traffic Club of Chicago next Tuesday. His 
subject will be, “The Railroad Situation from a Non- 
technical Point.” 

The Railroad Club of Kansas City has a “Class A,” the 
initiation fee of which is two dollars. Then upon the 
death of any members of the class, the nearest relative 
of the deceased receives one dollar for each member in 
good standing. Following this, there is an assessment of 
one dollar on every member of the class, which brings 
the treasury up to the normal amount again. The widows 
of two members who died last month each received $251. 


COMMERCE REPORTS 





(Commercial Attache Henry D. Baker, Petrograd;:Russia, Sep- 
tember 10.) 


Steamship Service Between New York and Archangel. 


The Russian-American Line between New York and 
Archangel has given notice that it will continue its pres- 
ent direct service of steamers, one every eleven days, be- 
tween these two ports until the end of January. It is 
stated, however, that as these steamers cannot leave Arch- 
angel during the winter months in ballast, as they have 
been doing lately, it will be necessary to arrange export 
of goods from Russia to America on these steamers, up 
to about 1,500 tons per sailing, which would stiffen the 
vessels for their run across the Atlantic. 

It is hoped that the practical lifting of the embargo 
oh the exportation of many classes of goods, such as skins, 
now in great demand in the United States, through the 
arrangement whereby such goods can be consigned to 
the Secretary of Commerce under guarantees that they 
will not be re-exported in any form, will release for ex- 
port to the United States a great quantity of goods pur- 
chased before the outbreak of the war but detained here 
because of the embargo. The immediate exportation of 
these goods, as well as furs and skins purchased at the 
present fair at Nizhni Novgorod and certain other classes 
of goods that have been on the embargo list may assist 
the Russian-American Line to maintain its sailings during 
the winter up to the end of January. After this time it is 
planned to have a service with Kola in northern Lapland 
until May, when Archange] will again be free of ice. 

The steamers of the Russian-American Line between 
New York and Archangel include the Kursk, Czaritza, 
Czar and Dwinsk, which make the trip between New York 
and Archangel in about two weeks. They pursue a short 
northerly course, which takes them between Iceland and 
Greenland. During the summer this line erected large 
warehouses at Archangel, sufficient to store temporarily 
all the goods arriving or departing by its ships. 


Steamer Transportation of Dangerous Articles. 

The following is a summary of rulings made by the 
United States Steamboat-Inspection Service during Sep- 
tember, 1915, relating to transportation of certain articles 
on steam vessels carrying passengers: 

Nujol, an article manufactured by the Standard Oil 
Co., does not come within the prohibitions of section 4472, 
Revised Statutes. 

Bush’s monibak brilliant and Bush’s monibak metal 
polish may be transported on steamers carrying passengers 
and may be used as stores on passengers or pleasure 
steamers. 

Ruling of August 17, 1915, published in Commerce 
Reports No. 211, to the effect that unhydrated or quick 
lime shall not under any conditions be transported on 
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steamers carrying passengers, supersedes the bureau’s rul 
ing of Nov. 2, 1914, in which it was stated that quick lime 
may be transported on steamers carrying passengers pro 
vided that due care is taken to protect it from moisture. 

Amorphous or red phosphorus may be transported in 
itins in cases carried on deck of steamers carrying 
passengers. 

Parrot metal polish may be transported on steamers 
carrying passengers under the same conditions as refined 
petroleum, but it shall not be used as stores on passenger 
or pleasure steamers. 





British Line to Start New Pacific Service. 


(Extract from Daily Journal of Commerce, San Francisco, Cal., 
September 24, by Commercial Agent E. G. Babbitt.) 


Closely following the announcement that the Java- 
China-Japan Line will enter the trade between San Fran- 
cisco, China and the Philippines comes the report from 
Andrew Weir & Co., in London, that the Bank Line also 
will enter this service. 

The British company operating this line controls more 
than forty vessels, a number of which are now plying 
between New York, China, Japan and the Straits Settle- 
ments. Some of the steamers from New York to. Japan 
are using the Panama Canal, while those going to other 
parts of the Orient are routed via the Suez Canal. 

According to’a cable from London to E. C. Evans & 
Son, local agents of the Weir Line, the steamer Inveric, 
a vessel of 4,800 tons, will be the first to arrive here in 
connection with the new service. It will commence loading 
at Hongkong for the Golden Gate about the first of 
November. 

Although the details of the new service have not as 
yet been worked out fully, it is expected that the an- 
nouncement of other sailings will be made before the In- 
veric reaches this port. 

It is believed that many steamship companies that in- 
tended to enter the Pacific trade but were prevented from 
doing so by the European war will before long commence 
sending vessels to the Golden Gate. The Foreign Trade 
Department of the Chamber of Commerce is attempting 
to induce a number of big steamship companies to estab- 
lish schedules which will include San Francisco. 








Japanese Lines Increase Number of Ships. 


The Toyo Kisen Kaisha Steamship Co. has obtained 
from the Galifornia Board of State Harbor Commissioners 
an additional amount of dock space, the application being 
accompanied by the explanation that as the company has 


added five vessels to its trans-Pacific fleet operating to 
San Francisco, its present pier, already congested, would 


prove entirely inadequate. 

In addition to the five steamers mentioned in these 
proceedings, according to press reports, the company 
is about to close arrangements for a sixth one, with the 
result that it will be able to operate a total of ten vessels 
on the run between the Golden Gate and the Orient. 

This company now has in the service mentioned the 
steamers Shinyo, Chiyo, Tenyo and Nippon Maru, and, 
according to its letter to the Harbor Commission, has added 
the Panama, Seattle, Darien, Shinyo Maru II and the one 
time Pacific Mail liner Persia. 

The Honolulu News-Bulletin hears that the Osaka 
Shosen Kaisha will open a trans-Pacific’ service beginnin& 
early in October between Japan, Honolulu and San Frat 
cisco. If this is established, the Hawaiian paper says thal 
it will mean three Japanese passenger steamer lines callin8 
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THE TRAFFIC WORLD 


We have been talking to 


you through this medium for a 
month, about the service offered 
by the Belt Railway of Chicago 
on your business through 
Chicago. We will not take 
back a word we have said; in 
fact, we have not more than 
half told the tale and we have 
challenged you to prove us by 
the best known test. 


This week we commence 
another story. Do you know 


that the Belt Railway of Chicago — 


offers exceptional opportunities 
for industrial development and 
that the service given our in- 
dustries is on a par with the 
through service? 


From the point of view 
of accessibility; reasonable land 
values; dependable labor; livable 
home conditions for employees; 
Chicago rates; adequate.car sup- 
ply; less-than-carload facilities, 
and the many other factors 
making tor ideal industrial con- 
ditions, the Belt Railway of 
Chicago offers advantages diffi- 
cult to group in any other 
locality. 


The Belt Railway Company of Chicago 


FRANK A. SPINK, Traffic Manager "’ 
229 Dearborn Station, Chicago, JIl. 
Telephone Harrison 3690 . 
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at Honolulu. Of forty-four ship arrivals, September 1 to 22, 
ten were Japanese. 


REPORT ON SHIPPERS’ CLAIMS 





(Report of Committee on Shippers’ Claims to the twenty- 
seventh annual convention of the National Association of Rail- 
way Commissioners, in session at San Francisco this week, as 
prepared by the chairman of the committee and submitted to 
the other members.) 


The subject assigned to this committee has received 
exhaustive treatment at the hands of previous committees 
of this association in a series of well-considered reports, 
which, taken together, constitute a well-rounded general 
study of the situation as to shippers’ claims. This com- 
mittee does not deem it necessary either to repeat what 
its predecessors have said so well, or to indulge in gen- 
eralizations, or restate matters of common and primary 
understanding among shippers and those engaged in the 
administrative phases of the public regulation of common 
carriers. It may be convenient if we give a reference 
to the reports to which we have alluded as found in the 
printed proceedings of this association: 


Proceedings of 1912, page 338. 
Michigan, Committee Chairman. 

Proceedings of 1913, page 472. 
Wisconsin, Chairman. 

Proceedings of 1914, page 437. Hon. James S. 
Interstate Commerce Commission, Chairman, 


The general tenor of these reports shows a pro- 
gressive improvement in the manner in which shippers 
generally prepare their claims for presentation to the 
carrier; and certainly it is apparent that the carriers 
have been giving these claims more prompt and liberal 
consideration than in former years. These conclusions 
of former committees are abundantly borne out by the 
observations of the present committee as of the present 
time. 

It is further apparent that by. the insistence of the 
carriers acting with the co-operation of shippers and 
shippers’ associations (and aided by the persistency and 
curiosity of the various commissions) much has been 
done and is being done to make the conditions surround- 
ing shipments such that property will no the whole be 
more safely transported, whereby the volume and amount 
of claims will be kept down to that minimum which may 
be said to be irreducible because of human imperfections 
and the frailty of matter. 

The reduction of causes and amounts of claims io 
a minimum and the orderly settlement of such as arise 
calls for the intelligent co-operation of the carrier and 
the shipper, as business men, in the amicable adjustment 
of the result of accident or the casual negligence of one 
of the parties. Only by treating the subject in this way, 
instead of handling each claim as if it were a hostile, 
adversary proceeding can the best results be obtained. 

In the furtherance of such a policy of co-operation 
standard forms of freight expense bills and of freight 
claims have been adotped generally by the carriers, with 
the tentative approval and encouragement of the Inter- 
state Commerce Commission and (as far as the form of 
claim is concerned) with the approval of this association. 
These forms have been in use a considerable period of 
time, and if they need revision, that fact is not apparent. 


Hon, Cassius L. Glasgow of 
Hon. Halford Erickson of 


Harlan of the 


Manual for Shipping Clerks. 

The General Managers’ Association of the Southeast, 
an association of railroad officials in the southeastern part 
of the United States, has undertaken the preparation of 
a manual of instructions to shipping clerks which it 
hopes may be made standard throughout the country. 
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Because the scope of such manual goes somewhat beyond 
the jurisdiction of the American Railway Association, thit 
body may not be able to give the manual the weigit 
which its indorsement would carry among the various 
railroads in the country. The American Railway Asso- 
ciation has within the year published a booklet of rules 
covering the receiving, stowing, handling and delivery of 
less than carload freight. Doubtless the informal ap. 
proval of the American Railway Association, the Inter- 
state Commerce Commission, this association, and the 
National Industrial Traffic League would be sufficient to 
secure the adoption of a proper shipping manual as a 
general standard. 

It has been suggested that a similar manual be issued 
for the information and education of shippers and shipping 
clerks, covering the whole question of packing, marking 
and handling of freight, making out of shipping tickets 
and bills of lading, preparation of claims, tracing of 
freight, etc. The committee believes the National In- 
dustrial Traffic League has this matter under. investiga- 
tion. 

In the judgment of your committee each of these pro- 
posals is practical, and the ideas expressed should re 
ceive the approval of this association. Your committee 
recommends that such approval be given, and that the 
successor to the present committee be authorized to 
tender its services to co-operate with those who are at- 
tempting to standardize the practice in these regards. 

There is a popular feeling that carriers are still not 
as prompt to discover an overcharge and to make resti- 
tution as they are to ascertain that a short collection 
has been made, and to insist upon payment of the balance 
due. Your committee has no accurate information upon 
which it can base a report as to this point. The Inter. 
state Commerce Commission has been conducting a care 
ful investigation into the manner in which carriers have 
handled shippers’ claims, both for general information and 
for the purpose, we take it, of ascertaming if the pay- 
ment of claims was in particular cases being made a 
cloak for practices forbidden by the Act to regulate com- 
merce. The report of the committee in 1914 contained 
instructive data secured as the result of the investigation 
conducted by the Commission. It should not be taken 
amiss by the federal Commission if this association should 
suggest that the collection and retention of charges in 
excess of the tariff rates is as much a violation of the 
act as rebating, misbilling. or any other prohibited prac 
tice—in fact, the Commission has itself repeatedly stated 
this—and recommend that inquiry be made into the prac 
tices of the carriers with reference to the discovery and 
voluntary refunding of overcharges paid in error. Either 
it should be authoritatively ascertained that the popular 
impression of lack of swift zeal and diligence on the 
part of the carriers in this regard is, after all, only 4 
fancy, or, if there is well-founded ground for the susp 
cion, the practice should be broken up. This subject is 
cognate to the investigation so long carried on by the 
Interstate Commerce Commission, and can better be 
tended to by thate body than by the individual state com 
missions, if for no other reasons than because the greatel 
part of the traffic of the country is interstate and no 
state in character, and that the Interstate Commerce 
Commission has made considerable headway in its pending 
investigations. 


Collection of Undercharges. 


It is evident to many state commissioners that the 
requirement that carriers exhaust their legal remedies t 
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Non Leakable—Self Filling 


Fountain Pen 


No Extensions to “remember” 
No Locks to “‘forget”’ 


The Pen without the trouble. 


Guaranteed absolutely non- 
leakable—pen and feed kept 
moist and primed, insuring a 
free, uniform flow of ink, in- 
stantly upon contact with 
writing sheet. 


May be carried in any po- 
sition in pocket or bag with- 
out possibility of leaking or 
sweating. 


Every pen guaranteed sat- 


isfactory to the user—or 
money refunded—size illus- 
trated in this advertisement 


$ 00 by mail 


prepaid 


to any address—plain black, 
chased or mottled as desired. 


It is not necessary to write 
us a letter, simply enclose 
$2.50 and a slip of paper 
containing your name and 
address and we will mail the 
pen by return mail, 


Send us the name of your 
dealer, that you asked to 
show you a Laughlin Non- 
leakable Self-filling Fountain 
Pen, and we will send you 
free of charge one of our 


‘new Safety Pocket Fountain 


Pen Holders. 


It is not required that you 
purchase a pen to get this 
Safety Holder, we simply 
want the names of dealers 
who do not handle this pen, 
that we may mail them our 
catalogue. Address 


Laughlin Mfg. Co. 
' 952 Wayne Street 
Detroit, Michigan 


: salaries of $35 to $ 


. * a ae F € 
Unlimited Possibilities! 2's 
Thousands of large shippers and all railroads need trained Traffic 
Experts and Managers—newly created positions are open with 
weekly. The demand for trained men is 
oa than the supply. Recently enacted railroad rate laws and 

terstate Commerce regulations have produced new conditions 
that necessitate trained specialists—men who know how to route 
shipments, to obtain shortest mileage, quickest deliveries 
—lowest rates. With such knowledge youcan qualify for an 
important, big-salaried position with a future—qule 


WE TRAIN YOU BY MAIL 


at home, in spare time, without giving up your position or income. The cost is 
small—we make the payments to suit you. All you need, to get into this powerful, 
big paying occupation is our training. No matter where you live, what you work 
at now, how small your pay, how long your hours—no matter what your age or 
education—if you can read and write intelligently—our Interstate Commerce Course 
will train you expertly to handle proficiently a big Traffic job—to merit and retain 
influence, respect, power and puts you in way to earn $35.00 to $200.00 weekly. 


Most Thorough Method Known 


The La Salle method is simple, practical, logical—anybody can readily master it. 
It is the work of some of the greatest Traffic Experts in America. It covers thor- 
oughly every feature of the profession you will ever need to know—it is different 
and more complete than any other method of home-trainingin Interstate Commerce 
ever known. This is the largest home-study Extension University in the world— 
our graduates are real experts—they are trained todo the kind of work that com- 
mands big positions. 


New, Uncrowded Occupation 


This is a new, uncrowded occupation—there’s room for you if you pre- 
pare at once. Let ustrain you now fora big future with power, dignity, respect and 
a big income, with almost unlimited opportunities. Don’t remain in a small job 
that thousands of men are constantly after—let us make you the master—the 
big man—a successful leader among men. 


FREE—Wonderful Book 


Send the coupon below now <— receive free copy of our much-talked-of 
book “10 Years’ Promotion in One’’—learn more about the opportunities afforded 
Traffic Experts with our training—learn about the big opportunities now open— 
learn how easy it is for us to make you a traffic specialist. Remember only trained 
men can secure the big positions now open—remember that big employers are 
seeking trained and competent office men. Send the coupon—noe money. 


La Salle Extension University, Chicago, Ill. 


[pe ee ee eee ee ee ee 
La Salle Extension University, Dept.C-891, Chicago, Ill. 


j. Send at once, without expense to me. FREE copy of your famous book, J 
‘10 Years’ Promotion in One;’’ also book telling how I may, without interfering 
i with my present position, prepare myself as Traffic Expert. j 


i NE i niccnnctinitin 
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collect undercharges resulting from the assessment cf 
illegal or improper rate has resulted in hardships which 
possibly were in no one’s contemplation, resulting from 
the rigid and invariable enforcement of a rule which in 
a general way everyone can recognize as an absolute 
necessity if rebating is to be a thing of the past. It 
seems an unnecessary burden both upon the carrier an:l 
the shipper that the carrier should be required to bring 
suit to collect a picayune undercharge, years after the 
goods have been delivered by the carrier, and when they 
have been sold by the consignee to others on the basis of 
the transportation charges as colletced. These suits are 
frequently brought against the innocent shipper who has 
no interest whatsoever in the freight charges, merely 
because of the lapse of time the undercharge cannot be 
collected from the consignee who has retired from busi- 
ness. This certainly is a hardship upon the shipper, 
which the law‘ was not designed to reach. Cases are 
constantly arising where the entire transaction has been 
in good faith, and where extreme hardship results be- 
cause of the ex post facto ‘interpretation, of an ambiguous 
tariff, or the discovery of an overlooked exception, or 
because of the failurg of someone to indorse a release. 
In such cases the shipper is without protection. The 
carrier is compelled to invoke the aid of the courts to 
collect the trivial undercharge, costs are still further 
piled up on the shipper or else, if- borne by the carrier, 
are shifted as a part of its operating expenses onto traffic 
which is entirely blameless. Your committee has no 
hesitancy in saying that the practice at the present time 
is subversive to the very ends it is endeavoring to ac- 
complish, and that the constant reiterated and abso- 
lutely true statement that the carrier does not want to 
press the claim, but is compelled by the Commission to 
uo it, tends to weaken the respect due to regulatory bodies 
as being, above all, practical and just. As a practical 
solution, some way should be found whereby the carriers 
should, after proper investigation by a disinterested pub- 
lic officer who has satisfied himself as to the bona fides 
of the transaction, be permitted to charge off trivial 
undercharge claims. Information in the possession of cer- 
tain of the committee is to the effect that some roads 
now make it a rule to “forget” such minor claims and 
run their chances of prosecution. While this is not the 
technically lawful way to handle such minor matters, it 
is the common-sense way to look at it. All carriers should 
be put on the same footing. The law seemingly does not 
care for little things except in this one regard, and here 
it goes sometimes to absurd lengths. 

Your committee calls attention to the fact that the 
shipper’s. remedy for overcharges is effectually limited 
to two years, while the carrier’s remedy against the 
shipper for undercollections, even though they grow out 
of the same series of transactions which might involve 
claims on their part against the carrier, are not barred 
short of the statutory period of limitation applicable in 
the state where the action is brought. The carrier may 
proceed in the courts for the collection of an undercharge 
in the tariff long after the only remedy afforded the 
shipper in the way of setoff (proceedings before the 
Commission attacking the reasonableness of the rate) has 
ben barred. If any justification for this difference in treat- 
ment has ever been attempted, the fact has escaped the 
attention of your committee. 

It is evident the state commissions should discourage 
the practice of many shippers in needlessly adding to the 
burden of transportation costs, which ultimately must be 
borne by the traffic generally, by abusing the privilege 
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of tracing freight. Apparently it is the settled practic: 
of some shippers to start tracers for freight immediatel) 
after the bill of lading is signed. The effect of th 
pernicious abuse of this privilege is to defeat the objeci 
for which it is afforded, and in the end must reflect 
itself in the charges which carriers must collect. 

The general subject of the effects of the Cummins 
amendment to the interstate commerce act probably 
more properly belongs within the jurisdiction of the 
Committee on Amendments to the Act to Regulate Com- 
merce. The amendment has had some unexpected re- 
sults, particularly with reference to its application to 
baggage and express, and further study of the subject 
may develop that such forms of transportation would 
better be taken. out of the effect of the amendment. 

Our recommendations have been specifically stated 
in portions of the foregoing report.. 





GRAIN RESHIPPING AT NASHVILLE 





The N. C. & St. L. has issued the following: 

“Following the decision in the Nashville Grain case, 
it has been decided that we will, effective October 15, pub- 
lish new reshipping rules to be applicable at Nashville, 
confining such reshipment to carload quantities, with 
minima specified below, it being understood that these 
minima are to be loaded in one car, by one shipper, for 
delivery to one consignee and destination. 

“Grain, in bulk and grain screenings, in bulk, minimum 
weight, as per Southern Classification; corn, in bags, 28,- 
000 pounds minimum; oats, in bags, 24,000 pounds mini- 
mum; wheat, in bags, 30,000 pounds minimum; oats and 
barley, mixed, in bags, 24,000 pounds minimum; wheat, 
corn, oats or barley screenings, in bags, straight or mixed 
shipments of not less than 24,000 pounds. Note.—These 
weights not to include the weight of non-transit ingredients 
forming part of processed grain products or commercial 
feed. 

“Similar rules will be issued by us for use at Chat- 
tanooga, Rome, and possibly other points reached on our 
rails. We have also extended authority to our southern 
connections, under which they will issue tariffs providing 
for this practice at Atlanta, Albany, Columbus, Macon, 
Montezuma, Americus, Augusta, Birmingham, Eufaula, 
Montgomery and possibly other markets upon demand. In 
other words, the privilege which has heretofore been con- 
fined to Nashville will be extended to any market having 
sufficient prominence to make it worth while, the only 
difference being that heretofore Nashville has reshipped 
in any quantity, while now the privilege is restricted to 
carload lots, as outlined above.” 








COMMISSION ORDERS 





Upon consideration of complainants’ petitions for 
rehearing, and further consideration of the dockets, the 
following petitions are denied. 

5710. Harwood-Yancey-Young Co., for use and ac- 
count of Harwood-Yancey-Rhea Co. vs. L. & N. R. R. 


6186. Mount Pleasant Fertilizer Co. et al. vs. L. & 
N. .&.: B®. Coa. 

6961. Wellesley W. Gage vs. Erie R. R. Co. 

7107. The Powell-Myers Lumber Co. vs. St. L. S. 
W. Ry. Co. et al. 

7376. The Reeves Coal Co. vs. L. & N. R. R. 
Co. et al. 
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History of the 
Underwood 


The Greatest Story of Typewriter 
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Achievement 
and 


Supremacy 


Winner of the highest awards and gold medals from 
Paris in 1900, to the 


First Grand Prize 


Supreme Honor 


PANAMA - PACIFIC INTERNATIONAL EXPOSITION, 1915 
“The Machine You Will Eventually Buy” 


Underwood Building New York 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Etc.) , 


EXPORT BUSINESS 


Most manufacturers are awakening to the fact that this is an important subject and are 
reaching out for export trade. A competent Forwarding Agent can be of material assistance to 
manufacturers in developing and in retaining such business. 

We quote rates of Freight and Marine Insurance to all places abroad and will gladly an- 


swer inquiries respecting Consular Regulations, Customs Duty, etc. 
Consolidation of General Merchandise and Machinery to AUSTRALIA, NEW ZEALAND 


and the ORIENT, via Pacific Ports and Fast Mail Steamers, a specialty. 
G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre 


BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
* Ralland Water Connection 


Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPECIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - + NEBRASKA. 


Fort Worth Warehouse & Transfer Co., Inc. 
FORT WORTH, TEXAS. 
Capital Stock, $50,000.00. Fully Pald. 
ABSOLUTELY FIREPROOF WAREHOUSD 


Merchandise Distribution a Specialty. Correspondence 
Solicited. 


Western Transfer and Storage Co. 
616 to 522 San Francisco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


Cut Rate Package Car Service from Seaboard Territory. 


EDGAR’S SUGAR HOUSE, Inc. 
520-582 LAFAYETTE BLVD. 
DETROIT, MICH. 


Bight fireproof warehouses on tracks of principal rail- 

The only two fireproof warehouses on the river 

front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. ‘Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc- 
LOUISVILLE, KY. 


Import and export freight contractors, transfer ané 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


Albany Terminal Warehouse Company 
10 TIVOLI ST., ALBANY N., Y. 
STORAGE FORWARDERS 
BUILDINGS, WITH SIDE TRACK, SUITABLE FOR 
BRANCHES, TO LET. 


Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN. 


GHNERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPECIALTY. 
WH STORE, PACK AND SHIP HOUSEHOLD GOODS. 


ST. JOSEPH TRANSFER CO. 
“(peat Exratss” 
ST. JOSEPH - : - MO. 


MERCHANDISD STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 


CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 

INSURANCE TWENTY CENTS. 


Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 


Security Warehouse Company - 
MINNEAPOLIS, MINN. / 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 
Space. 
Motor Truck delivery in Minneapolis and St. Paul 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete. 


EXPORT SPECIALISTS 


THROUGH RATES 
MARINE INSURANCE 


{ 


LEAVE IT ALL TO US WAR RISK 


CONSULAR ARRANGEMENTS 


COLLECTIONS 


Completely Covering Shipments by 
RAIL and OCEAN 
to All Parts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home Offices : CHICAGO, NEW YORK, BOSTON, PITTSBURG, ST. LOUIS, LOS ANGELES, SAN FRANCISCO 
Foreign Agencies in All Principal Cities and Ports in Europe, Asia, Africa, Australasia, China, Japan, South America, Philippine Islands, etc. 


Terminal Transfer & Storage Company, Inc. 
U. S. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributers of Carload freight. 
Modern Storage Warehouses with track connections. 





FORT WAYNE, INDIANA, 
WAREHOUSES 


Grand and Harrison Streets 
Francis and Hayden Streets 








D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2120 Central Street 


TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 


Springfield, Mass. 
Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 


TRANSFERRING AND RESHIPPING. 
GENERAL STORAGE, FURNITURE STORAGE, ETC. 





Established 1890. From iong and practical experience 
we know your needs. Write for information. 


Witkin Trucking Company 


Main Office, 30 BURLING SLIP, 


NEW YORK, N. Y. 


“HE SERVES BEST WHO. SERVES WELL” 





Minneapolis Transfer & Warehouse Co. 
MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAw 
WAREHOUSING 





CHICAGO 


Jos. Stockton Transfer Co. 
686 The Rookery Buliding 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors. 
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PITTTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCE 
Write us about storage or distributing 
HAUGH & KEENAN STORAGE & TRANSFER CO. 





Central Warehouse Co. 


Storage—Forwarding 


Trackage Ceanection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


PHILADELPHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 
Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 
SCOTT PAPER CO. WAREHOUSE 
Cc. R. CLEMENTS, Manager 


Trackage, Capacity 18 cars a day. Very low insurance. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENBRAL 
WAREHOUSING. 








Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH ST., OMAHA, NEB. 


EIGHT AND ONE-HALF ACRES FLOOR SPACD 
URANCE RATE 20 CHNT 
TRACKAGE SPACE 10 CARS. ENDRAL TBRAMING 
AND AUTO SERVION. 





Savannah Bonded Warehouse & Transfer Co. 


VANNAH, GEORGIA 
312-314. a6 Williamson St. P. O. Box 985 


GENERAL OT OR Aes Paneer 


Cc ® BR 
Track connections with all Railroads and Steamship Docke 





STORAGE IN CANADA! 


Hamilton Fireproof Warehouse 


Merchandise Free and in Bond. Separate Rooms for 
Furniture. OUR OWN CARTAGE. Carloads distributed. 
Customs Brokers and Forwarders. 


THOS. MYLES’ SONS, Ltd., HAMILTON, ONT. 
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SAFETY FIRST || 


Acme Box Strapping 
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Reinforcements for Wood- 
en Packages have been 
Our specialty for thirty- 
five years. 


We make many kinds and 
sizes and will be glad to 
furnish samples and prices. 


ACME STEEL GOODS COMPANY 


Areher Avenue and Bonfield Street 
CHICAGO 





HT 





